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Improved Radial Drilling Machine. 





We illustrate herewith an improved form of Radial Drill- 
ing Machine, made by Alfred Box & Co., of Philadelphia. 
It will be seen that in addition to the usual motion round a 
vertical pin the whole radial arm swings completely round 
on its own axis, and is therefore capable of drilling: a hori- 
zontal hole. The priucipal novelty in the gear of the 
macbine is the use of a belt in place of the usual bevel 
wheels. 





The belt passes from the driving pulley at the bottom of 
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the hollow pillar to a guiding pulley in the base of the radial 
arm inside the sliding head. The belt then passes along the 
radial arm, and half round a large driving pulley on the 
drill spindle, being kept to its work by a couple of small 
guiding pulleys. The belt then runs over a pulley at the 
end of the radial arm, back to another guiding pulley in 
the sliding head, and thence to a pulley at the top of the 
pillar, whence it returns to the driving pulley at the base, 
having completed the circuit of the machine. The top 
pulley bearings are provided with screw gear for tightening 
the belt. This arrangement certainly seems to give a 
smoother and easier motion to the drill than bevel gearing, 
and diminishes the noise and friction. The radial arm can 
be swung, or the drill placed at avy angle from the vertical 
without affecting the length of the centre line of the belt, 
which, even when drilling horizontally, is only twisted a 
quarter turn. The tension of the belt is therefore practi- 
cally unaffected by the position or angle of the drill. 

The drill spindle is back geared in a manner similar to 
that used on lathes, and as the back gearing is close to the 
work there is little chance for chattering or torsion. The 


circular base of the radial arm is graduated, so that the 
drill can be accurately set to drill at any angle. The flat 
surfaces on the radial arm, etc., are scraped, and the work- 
manship of the whole tool appears to be excellent. 








Gontributions. 





The New England Clearing House. 
Railway Clearing House Association, } 
Boston, Mass., June 10, 1884, { 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I have read your comments on my letter in your issue of 
the 6th inst., and would say in response that your anony- 
mous correspondent may, as you say, have had experience 
in interchanging cars with New England roads, but this 
does not prove tbat he has any knowledge whatever of the 
“So-called Clearing House at Boston,” which any impartial 
judge can see is the principal object he aims toattack. I 
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IMPROVED RADIAL DRILLING MACHINE. 
Built by ALFRED Box & Co., Philadelphia. 


-he deliberately states what be knows to be. false. 
nothing further to say on the subject at present. 
Yours truly, 
E. B. HL, Manager. 








Washington. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

So much has been said of the remarkable run of the spe- 
cial train over the Baltimore & Obio conveying the Wash- 
ington correspondents from Chicago to the National Capital 
that fuller details than those already given cannot but 
prove of decided interest. The Baltimore & Ohio manage- 
ment can well feel proud in having beaten all previous 
records for the distance, and for tbat matter short runs as 
well, for it is doubtful if the wonderful burst of speed when 
six miles were covered in four minutes bas ever been 








equaled. A single mile in 45 seconds is made much of in 








arecently reported great run over the Cincinnati, Hamilton 
& Dayton, but bere is this marvelously rapid running 
sustained for six consecutive miles, a feat which must 
go upon the record as unparalleled. In the splendid 
record achieved by the Cincinnati, Hamilton & Dayton spe- 
cial the distance of 201 miles was accomplished in an aver- 
age actual time of 4914 miles per hour. The Baltimore & 
Obio in a run of two and a quarter times the distance, to 
wit, 463 miles, maintained the amazing average of nearly 
half a mile greater per mile than the Cincinnati, Hamilton 
& Dayton average. The Pennsylvania’s special remarkable 
run from New York to Pittsburgh, 444 miles in ten hours, 
stood for years unparalleled for the distance. 1t was made 
without « stop, the coal being carried and the water taken 
from tanks between the rails. The Baltimore & Ohio 
special ran 19 miles farther in 50 minutes less time. 
While determined to make a fine run there was no 





reiterate what I have already said, that he either knows ab- 
solutely nothing of the Clearing House or its workings, or 
I have 


The Baltimore & Ohio Fast Run from Chicago to 





extra preparation, as the situation was such that no ex- 


tended notice could be given of the day of departure 
from Chicago. The understanding with the newspaper 
men was that the special would leave at two o’clock 
on the afternoon following the final adjournment of the con- 
vention. It wasnot known positively until Friday evening, 
the 6tb, that adjournment sine die would be made, and on 
Saturday the 7th, at 2:10 p. m., the special, consisting of 
combined car, dining car, two Baltimore & Ohio sleepers and 
the Mann boudoir car “* Adelina Patti,” pulled out. Mr. F. 
H. Britton, Superintendent of Transportation of the Chicago 
Divison, personally supervised matters and accompanied the 
train to the end of his division. Engineer J. Mitchell ran 
the special to Garrett with engine No. 601, made at the 
compauy’s shops at Mount Clare, The speed of all trains 
for the 11 miles over the I/linois Central, upon which track 
the Baltimore & Ohio enters Chicago, is rigidly kept down 
to arate not to exceed 15 miles per hour, and this, as a 
matter of course, must materially effect a general average, 
Not as in the case of the Cincinnati, Hamilton & 
Dayton, hitherto cited, was the track of the Baltimore 
& Ohio cleared for the run, but in no wise was 








the operation of regular trains suspended or interfered with 
in the slightest. This was plainly indicated in the fact that 
all trains on the day in question and the succeeding morning 
arrived in Chicago on time. There are no less than 17 rail- 
road crossings on the Chieago Division alone, several of which 
are at such distance from the Baltimore & Ohio station 
as to require two full stops. From Chicago to Garrett, 143 
miles, the [special made in all 13 stops, three times for water 
and several times for orders. Several remarkable spurts were 
made, and the longest run with but a single stop was 41 
miles, which was covered in 47 minutes, the dining car 
in the meantime being filled with newspaper men eating 
and enjoying themselves. A mile a minute was fre- 
quently beaten for several miles in succession, and 
the experience of daring journalists who succeeded 
one another in enjoying the prospect from the engine 
eab was such as to form no end of material for ex- 
citing narration. Leaving Chicago at 2:10 the arrival at 
Garrett was at 5:25—three hours and 15 minutes for the 
148 miles, or an average of a fraction above 44 miles an 
hour. Deducting for the slow run out of Chicago and for 
the 13 stops but 39 minutes—this is three minutes for each 
stop and not counting the run through the city—the actual 
time averaged is 55 miles an hour. At Garrett engines 
were changed, Engineer Boardman with locomotive No. 
647 going to the front. Leaving at 5:35 the 128 miles to 
Chicago Junction were run in three hours, with 11 stops and 
time for water.* Five trains, passenger and freight, were 
passed on this run, necessitating careful watching, as there 
was anything but the absence of the greatest judgment in 
the management of things. Deducting 33 minutes for the 
11 stops the actual time was two hours and 27 minutes, or 
an average for the 128 miles of 52.63 miles per hour. The 
entire run from Chicago Junction, 271 miles, was made 
from 2:10 to 8:35 p. m., six hours and 25 minutes, or an 
average of 4244 miles per hour. Deducting 72 minutes for 
the 24 stops and eight minutes for the stop at Garrett, 
changing engines, etc., the actual time is reduced to 5 hours 
and 5 minutes, or an average of within a fraction of 534¢ 
miles an hour, as against within a fraction of 4914 miles as 
made for 70 miles less distance on the Cincinnati, Hamilton 
& Dayton. 

Some wonderful quick runs were made at times. In one 
instance, when George Alfred Townsend was on the engine, 
814 miles were made in 7 minutes—one mile in 49 seconds ; 
three in succession in 52, 55 and 56 seconds, respectively. 
At another time, when Barrett, of the Boston Advertiser, 
was in the cab, 614 miles were made in 5 minutes and 26 
miles in an even 26 minutes. 

At Chicago Junction Thomas Fitzgerald, Master of 
Transportation of the Lake Erie and Central Obio divis- 
ions, took matters in hand, and, boarding locomotive No 
735, with William Armstrong engineer, at once set the pace 
which demonstrated that the boys were going through to 
the Ohio River as no train ever went before. 


The night was superb, the moon rendering the landscape 
almost as clear and bright as day, and the newspaper boys 
took turns in enjoying it from the firemen’s seat until long 
after midnight. The run to Newark, 88 miles, was as 
smooth and slick as though the way had been upon the 
calmest water. Done in 2 hours and 5 minutes, with three 
stops, the record would have been fully 10 minutes less 
had not the engine failed for steam just before reaching the 
end of the division. Even as it was the average was near- 
ly 44 miles an hour, and the actual running time something 
less. 


At Newark locomotives were changed again, Engineer 
Henry Longshore taking the train with No. 727, and then 
commenced one of the most marvelous records ever 
achieved. The first 25 miles from Newark to Gainesville 
were accomplished with apparent ease in 26 minutes, Mr. 
Fitzgerald still on the engine. The next 26 miles to Cam- 
bridge were done in less than 28 minutes. Several trains 
on sidings had to be passed on a down grade, necessitating a 
little pulling up, but when the top of Barnesville grade was 
reached old No. 727 was thrown wide open and flew asif the 
devil bimself was after her. It was athrilling ride, one such 
as most men scarcely take oftener than once in a lifetime. 
Looking out, the moon bathed all below in the halo of witch- 
ing light, but on board the flying train every open eye 
dilated to much greater width than everyday experience 
would warrant. But few were awake, ail the newspaper 
boys, tired and worn with the exacting duties of the week, 
slept as if tucked in their little beds within the shadow of the 
eapitol’s dome. The train men, porters and others who did 
look out upon the night saw the earth disappear as if swal- 
lowed in a single mighty gulp. Through deep cuts that gave 
back roars of indescribable fury, under bridges that swished 
over head as if hurled backward by a tornado, the unutter- 
able thrill of a 90 miles per hour hurl through space was 
experienced and never to be forgotten as the 6 miles from 
Belmont to Warnocks was compressed into 4 short minutes. 
As the stop signal at Bellaire flashed like a shooting star 
ahead, the whistle shrill and almost startling blew down 
brakes, und watches marked 28 minutes for the 27 miles. 
It was but 31 minutes past one, and the 103 miles from 
Newark accomplished since eight minutes past 11, wich six 
stops and quite a distance run with great care to pass side- 
tracked trains, an average of 43 miles anbour. Taking out 
22 minutes for the stops and slow-ups, the actual time was 
2 hours and 4 minutes, an average of 50 miles per hour. 

The special’s full time from Chicago to the Ohio River 
4683 miles, was 11 hours and 20 minutes—leaving at 2:10 
p. m., and ariving at 1:31 a. m., an average for the entire 
distance, including the slow run out of Chicago, changing 
engines twice, 35 stops and all else, of 41 miles an hour 
Deducting the stops, the actual running arrives at amazing 
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proportions and goes upon record unquestioned as the fast- 
est ever made. Taking out three minutes each for the 35 
stops at railroad crossings, water tanks, etc., etc., 9 minutes 
at Newark, 8 at Chicago Junction and the same at Garrett, 
the actual running time is brought down to 9 hours and 10 
minutes—the astonishing average of 50}¢ miles for the 463 
miles as against 4914 for 201 miles on the Cincinnati, Ham- 
ilton & Dayton, and 44 miles for 444 miles on the Pennsyl- 
vania. In this unprecedented run are, it is claimed by the 
Baltimore & Ohio, the fastest six miles, the fastest 16 miles, 
the fastest 125 miles, the fastest 148 miles, the fastest 271 
miles, and the fastest 463 miles on record. 

East of the Ohio, over the Main Line, no particular effort 
at fast time was made, the special falling in behind regular 
No. 5 at Benwood, and running second section to Grafton. 
At that point the special was run around No. 5, and taking 
her time ran as first section. The intention upon leaving 
Chicago was to make Washington within 24 hours, and such 
remarkable time had been made to the Ohio that there was 
no necessity for any spurting on theeast end. Still the Master 
of Transportation of the Main Line concluded to demonstrate 
that it wasin no wise behind the Trans-Ohio divisions in 
capacity for quick work, and thus it was that orders 
were given by that energetic gentleman to wind 
the great run up in a blaze of glory as it were. 
At Washington Junction, 42% miles from Washington, 
engineer Amos Reed, with locomotive No. 809, was 
given instructions to run ahead of No. 5’s time. Reed 
is one of the finest runners on the road, and the way he cut 
her loose was inspiring. At Monocacy, 6 miles, the record 
was 7 minutes; thence to Rockville 20% miles in 21 
minutes. From Rockville to Washington, 1644 miles, the 
run was made in the amazing time of 1414 minutes, a half 
dozen or more of the newspaper men timing it with their 
watches in hand, The entire run was accomplished in the 
extraordiuary time of 4244 minutes—just a shade less than 
a mile a minute the whole way. This completed the run from 
Chicago to Washington in 22 hours and 40 minutes, as it was 
10 minutes of 8, Eastern time, or 10 minutes of 2, Cen- 
tral time, and the Special had left Chicago 10 minutes past 
2 the day before. The actual running time from Chicago 
to Bellaire was 9 hours and 10 minutes. The actual time 
from the river to Washington, counting in the slow run over 
the Ohio River, the changing of engines at Benwood, Graf- 
ton, Keyser and Martinsburg, a half hour for breakfast at 
Cumberland, and 13 other stops, was 11 hours and 20 min- 
utes for the 449 miles. Deducting five minutes each for the 
stops at Benwood, Grafton, Keyser and Martinsburg, a half 
hour at Cumberland, three minutes each for the 13 stors, 
and 10 minutes for the run over the Bellaire Bridge, the 
actual running time is reduced to 9, hours and 40 min- 
utes, or an average of 3614 miles per hour. 

If this time in whole or in part can be excelled, the Ballti- 
more & Ohio challenges its accomplishment, with the lists 
open toall. To cap the climax, the run of 40 miles from 
Washington to Baltimore was made in 39 minutes, making 
the grand average of the whole trip of 842 miles of fully 44 
miles an hour. With such an achievement in its entirety 
the Baltimore & Ohio strikingly maintained its pre-emi- 
nence as the ‘‘ model fast line” of the country, and, more 
than this, has now established its position as the model fast 
line of the world, courting the sharpest rivalry of the great 
lines of Europe as wellas America. It has ever been the 
boast of the Baltimore & Ohio that its motive power, con- 
structed as it isin the company’s shups. was the most capa- 
ble of fast running in the country and certainly with en- 
gineers of such doubtless nerve and sterling judgment as 
Messrs, Mitchell, Boardman, Arinstrong, Longshore and 
Reed the boast has been made good. 

Much interest was manifested by railroad men in the 
running of the Mann boudoir car “ Adelina Patti,” which 
was courteously tendered by Colonel Mann for the use of 
journalists, and attached to the rear of the train. She is the 
highest car on her trucks ever run over the Baltimore & 
Ohio, having 42 in. paper wheels, with the flange somewhat 
more shallow tban upon the regular cars run over the line 
No such car for steady and almost motionless riding ever 
passed over the Baltimore & Obio, and the almost non- 
resistance to curves at the highest rate of.speed was a verit 
ble revelation. The newspaper men were greatly delighted 
with the luxurious accommodation, the noiseless run- 
ning and perfect steadiness, while the rail-men could 
hardly believe their experience. Colonel Mann was 
unanimously voted the king of car-designers, and the 
‘“*Patti” the very queen of cars. Despite the fact that the 
Mann car was linked to the train, owing to her having the 
Miller coupling, while that in use on the Baltimore & Ohio 
is the Janney, she sailed at the rear of the train as grace- 
fully as a swan, at a speed rarely less than 45 milesan hour, 
and from that up to a rate of 50, 60, 65, 77 and 90. 

No more severe a test could have been given, and no car 
ever sustained a test more successfully. 








A New Electric Signal. 

A novelty in the way of electric railroad signals is shown 
by a working model at No. 24 Congress street, and is well 
worthy the attention of railroad managers. ‘There are sev- 
eral systems of electric signals for protecting trains from 
danger, and the “block system,” by which: the road is 
divided into sections, each complete in itself and having its 
danger signals scattered along the road at certain points, is 
one of the most perfect, All these systems, however, de- 
pend upon the eyesight of the engineer of each train for 
their effective working, and in case of a blinding snow- 
storm or an impenetrable fog the engineer may be unable 
to see the danger signal in time to stop his train before it 
crasbes into another train, or is thrown from the track by 
some obstruction. By the invention now under considera- 
tion, no matter how thick the snow-storm or how dense the 
fog; the engineer is toldin his cab whether the track is 
clear or not. The apparatis consists of a generator of 
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electricity placed on the engine, and connected with the 
rails by a suitable device to convey the electric current to 
the generator. In the cab, over the bead of the engineer, 
is placed a gong and target, which works as follows : When 
a train is entering upon a section of road, if the tracks are 
all clear, the rails all in place, the switches and drawbridges 
all closed, the gong will ring asafety signal ; but should there 
be a train or hand-car or any other obstruction upon the track, 
a switch or, drawbridge open, the gong will strike a danger 
signal and the target will appear before the eyes of the en- 
gineer, upon which are the words “Danger ! Stop !” and this 
target will remain at danger until the entiance is made on 
the next section, when it returns to safety, ready for the 
next signal. Another most important feature is that all 
switches and drawbridges are locked by the train immedi- 
ately upon entering the section wheresuch switches or draw- 
bridges exist, and cannot be opened by the switchman or 
drawtender until the train bas passed, so that no train can 
be thrown from the track by a switch being opened after 
the safety signal has been given to the engineer before en- 
tering the section, and before he can reach the switch or 
drawbridge.—Boston Herald, May 30. 








Master Car-Builders’ Convention. 





The following is a list of the members present at the Con- 
vention of the Master Car-Builders’ Association last week : 
ACTIVE MEMBERS. 

Bissell, Thomas A., Barney & Smith Manufacturing Co. 

Carter, E. D., Vandalia Line. j 

Chamberlain, I. T., Boston & Albany. 

Davenport, W. R., Erie Car Works. 

Demarest, George W., Northern Central. 

Donady, R., New York Central & Hudson River R. R. 

Doran, i. E., Boston & Albany. 

Ensign, Sidney P., Ensign Manufacturing Co. 

Fletcher, John B., National Car Co. 

Garey. C. E., Harlem Division, New York Central & 
Hudson River, 

Ganse, I, T., Harlan & Hollingsworth Co. 

Gore, C. E., Lafayette Car Works. 

Hacket, George, Central Division Philadelphia & Reading. 

Hackney, George, Atchison, Topeka & Santa Fé, 

Hall, J. H., Boston & Lowell. 

Hill, John, St. Paul & Duluth. 

Hitchcock, R., Connecticut River. 

Hodge, John, Missouri Pacific. 

Hoit, D., Gilbert Car Manufacturing Co. 

Irwin, Samuel, Missouri Pacific. 

Kirby, T. B., Lake Shore & Michigan Southern. 

Leighton, James T., Jackson & Sharpe Co. 

Marden, A. H., Fitchburg. 

McCarty, H. C., Phila. & Erie Division Pennsylvania 
Railroad. 

McDevitt, B., Chicago West Division R. R. 

McPherson, Reuben, Flint & Pere Marquette. 

McWood, William, Grand Trunk. 

Milcbam, I. N., New York, Lake Erie & Western. 

Ortton, Jobn, New York Central & Hudson River. 

Packard, L., New York Central & Hudson River. 

Phelps, B. N., New York & Harlem, City Line. 

Richardson, Jobn, Cincinnati Southern. 

Smith, C. A., Union Trunk Line. 

Smith, Peter, New York Central & Hudson River. 

Stewart, T. B., Hartford & Wethersfield Street R. R. 

Sweeney, John, New Haven & Northampton. 

Wiers, J. H. F., Paige Car Wheel Co. 

REPRESENTATIVE MEMBERS. 

Adams, F. D., Boston & Albany. 

Blackall, R. C., Delaware & Hudson Canal Co. 

Blackwell, Chas., Norfolk & Western. 

Bushnell, R. W., Burlington, Cedar Rapids & Northern. 

Cloud, John W., Pennsylvania; Northern Central; West 
Jersey ; Philadelphia, Wilmington & Bultimore; Alexandria 
& Fredericksburg, and Baltimore & Potomac. 

Cooper, H. L., Lake Erie & Western. 

Coulter, J. P., Ohio & Mississippi. 

Fuller, William, New York Pennsylvania & Obio. 

Garey, Leander, New York Central & Hudson River, 

Goodwin, H. Stanley, Lehigh Valley. 

Hovey, Jacob P., Rochester & Pittsburgh. 

Keeler, Sanford, Flint & Pere Marquette. 

Kirby, John, Lake Shore & Michigan Southern. 

Lentz, John 8., Pennsylvania & New York. 

Lyons, Henry D., eo Houghton & Ontonagon. 

Maskéonie, John, New York, Chicago & St. Louis. 

Marden, J. W., Fitchburg. 

McGee, James, Houston & Texas Central. 

McKenna, R., Delaware, Lackawanna & Western. 

Miller, Robert, Michigan Central. 

Richardson, D. C., Boston & Maine. 

Rommel, George, Wilmington & Northern. 

Sargent, Geo. M., Minneapolis & St. Louis. 

Soule, R. H., New York, West Shore & Buffalo. 

Sutherland, Thos., Chicago & Grand Trunk. 

Snow, W. B., Illinois Central. 

Titus, H. D., Southern Centra). 

Townsend, Joseph, Chicago & Alton. 

Turreff, W. F., Cleveland, Columbus, Cincinnati & In 
dianapolis. 

Verbryck, B. K., Chicago, Rock Island & Pacific. 

Wall, E. B, Pittsburgh, Cincinnati & St. Louis, 

Watrous, George C., Detroit, Lansing & Northern. 

Wilder, F. M., New York, Lake Erie & Western. 

Williams, Chas. C., West Jersey. 

ASSOCIATE MEMBERS. 


Forney, M. N., New York. 
Partridge, W. E., National Car-Builder, 


NEW MEMBERS. 


New members were received as follows: 

Armbruster, J., East Tennessee, Virginia & Georgia. 

Billing, Samuel D., Norfolk & Western. 

Canbam, H. 

Chamberlain, Eugene, New York Central & Hudson River. 

Divine, John F., Wilmington & Weldon; Wilmington, Co- 
lumbia & Augusta; Northeastern (South Carolina), 

Ennis, W.C., New York, Susquehanna & Western. 

Finlay, L., Hot Springs Railroad. 

Giffcken, E., Savannah, Florida & Western. 

Hautten, G. H. 

Helfruch, H. J. 

Hunter, David W., Providence & Worcester. 

Pickering, 8., Boston, Concord & Montreal. 

Travers, James J., Adirondack Railroad. 


THIRD DAY'S PROCEEDINGS.* 


The proceedings on the third day, Thursday, June 12, 
opened with the reading of the report of the Committee a 
pointed to inquire into a system of freight car framing igub- 
lished last week). 

A long discussion took place on the various plans of fram- 





* The proceedings on June 10 and 11, the first and second da 
of the Convention, were briefly reported in the Railroad Gazette 
of June 13, page 440, 
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ing proposed, which were clearly shown by models. Mr. 
DAVENPORT favored the style of framing the house or body 
of the car saown in model No. 3, as the camber could be re- 
stored by lightening the tie rods. Mr. WILDER found that 
iron body bolsters were generally made too narrow, and 
thougbt that they were best made in two pieces, connected 
laterally, so as to give strength to resist the inertia of the 
truck when the car was struck heavily in switching. 

Mr. CLoup showed the advantages of bis propused fram- 
ing, double diagonal braces, and single vertical ties. All 
parts were made to template, each brace being the same 
length, the camber being given by pitching the braces fur- 
ther apart in the pjate than in the sill, so that the vertical 
ties were radial to the curve to which the car was cambered. 
In thie manner all holes are at right angles to the surfaces, 
and no diagonal holes are required. Accuracy can thus be 
more easily obtained. 

Mr. WILDER found that old cars that had been running for 
several years showed the side framing was very important 
10 enabling a car to retain its shape. 

The report of the Committee on a Standard Freight Car 
Truck (which bad been read on the first day of the conven- 
tion and was published last week), was then discussed. In 
order to definitely settle the main principles on which the 
future standard freight car truck should be constructed, Mr. 
CLOUD moved that the committee be continued and instructed 
tbat the future standard truck should embody the following 
points : 

5 ft. wheel base. 

Diamond form. 

Channel iron cross; transoms. 

Adapted to either swing or rigid bolsters. 

These propositions seemed to ba universally acceptable to 
the meeting, but considerable discussion arose as to whether 
the swing form of truck presented sufficient advantages to 
make it advisable to adopt it definitely for freight trucks. 

Mr. KIRBY’s experience showed that a swing bolster pos- 
sessed no advantage. 

Mr. Lentz asked if this wasso why wasa swing bolster 
universally used for passenger trucks ? 

Mr. DAVENPORT said that the experiments made some 
time back by the Association* showed that the top arch bar of 
diamond truck must be stronger than the lower or inverted 
arch bar. If the members of a diamond truck were properly 
proportioned, the top bar being 3 in. x 1 in., the inverted 
arch bar 83 in. x %% in., and the lower bar 3 in. x 4 in. that 
a —_ would be obtained capable of carrying the maximum 
load. 

Mr. CLoup’s motion was then put to the convention by 
the President and carried. 

Mr. GEORGE HACKNEY then moved that the standard 
truck have a swing bolster. A vote was then taken on this 
point, 32 members beiog in favor of the swing bolster and 
30 against. The convention then adjourned and many of 
the members proceeded to the Delaware & Hudson Canal 
Co.’s yard to witness a trial of car couplers. 

On reassembling at 3 p. m., after some discussion on tne 
question of continuous brakes for freight trains, the report 
of the committee on the adoption of a standard car coupler 
was read and discussed. 

It is evident that in order to adopt the best form of car 
coupler some definite conditions must te laid down which a 
good coupling should fulfill; and in order to secure some 
definite expression of opinion from the convention as a 
whole, the following members laid down the conditions 
placed against their names: 

Mr. WALL. Must couple on a vertical plane. 

Mr. F. D. Apams. Must not have loose link or pin. 

Mr. SANFORD KEELER. Must couple with ordinary link 
and pin coupler. 

Mr. F. M. WiItbDER. Must be cheap. 

Mr. SANFORD KEELER. Must be a valid patent, passed by 
Eastern and Western Railway Associations. 

Mr. CLoup. Must be mechanically efficient. 

Mr. F. D. ADAMS. Must be safe. 

Various points regarding various couplers were then 
stated by Mr. Adams, Mr. Wilder and other members which 
may be briefly summarized as under: 

The Ames coupler furnishes its own link and pin and had 
been in use on 100 cars for 3 years and ou 50 cars for 6 
years, and bad never broken. 

‘The Cowell coupling had been in use on 100 cars for over 
a year. 

The Gifford coupling is being applied to all cars on the 
ere Sas Lake Erie & Western road, which has 2,000 cars 

tted. 

The Wilson-Walker coupler when coupled to an ordinary 
link and pin coupling required the use of only one pin, while 
the Janney or the Cowell required under the same circum- 
stances the use of two pins aud one link. 

After some further discussion, Mr. C. A. SMITH and the 
PRESIDENT urged upon the Convention the necessity of set- 
tiling this question now and not deferring action until next 
year, Wheu mauy lines would be too far committed to dif- 
ferent patent couplers to reverse their action and adopt a 
standard. Insupporting these arguments Mr. F. D. ADAMS 
stated that an associated system of lines, owning 100,0U0 
cars, were on the point of adopting a coupling. Rumor 
states that this refers to the Vanderbilt lines, and the Ames 
coupler, but this was not confirmed by any speaker of the 
Convention. 

Mr. CLouD moved “ That the best coupling mechanically 
is that which couptes along a vertical plane, so as to couple 
with care, with unequal heigbt of draw-bars.” 

Mr. WALL accepted this amendment on his own motion, 
and it was carried unanimously, making the first important 
step toward the adoption of a standard coupling for the 
freight-cars of this country. 

Mr. Kirpy considered that the standard coupling should 
carry its own link or pin, and couple readily automatically 
with the link and pin coupling in common use. After some 
discussion it was resolved that Mr. M. N. Forney be ap- 
pointed to examine into the merits of different couplings 
with a view to the choice of astandard, and that while he 
was desired to take into consideration Mr. Cloud’s motion, 
the following couplers were also considered to possess consid- 
erable merit: 

Ames, 

Archer. 

United States. 
Mitchell, 
Wilson-Walker. 
Conway-Ball. 
Gifford. 


Mr. RK, H. SouLE moved that the railway companies 
represen ted in the Convention be asked to contribute pro 
rata to the expenses incurred by Mr. Forney in testing the 
couplers. This motion was carried unanimously, and the 
discussion on car couplers closed. 

Mr. L. Garey was then re-elected President of the Associa- 
tion, over which he has s9 impartially and ably presided for 
the last ten years. Some routine business was then traus- 
acted, and the Conveation adjourned until its meeting next 
year at Fortress Monroe, Virginia. 





* The reeults of these experiments were illustrated in the Rail- 
read Gazette of Noy, 3, 1882, page 672, 








THE RAILROAD GAZETTE 


ADDRESSES AND REPORTS. 


President Garey’s annual address to the Association is 
given below, together with several of the reports made by 
committees and the report of the treasurer : 


PRESIDENT GAREY’'S ADDRESS. 


Gentlemen of the Convention :—Probably the purpose of 
the annual meetings of this Association, of which this is the 
eighteenth, cannot be expressed better than it is in the con- 
stitution, which you have adopted, which says : 

‘Sec. 1. The objects of this Association shall be the 
advancement of knowledge concerning the construction, 
repair and service of railroad cars, by discussions in com- 
mon, investigations and reports of the experience of its 
members; to provide an organizition through which the 
members, and the companies they represent, may 
agree upon su +h joint actions as may be required to bring 
about uniformity and interchangeability in the parts of 
railroad cars, to improve their construction and to adjust 
the mutual interests growing out of their interchange and 
repair. 

Committees have been appointed to make reports on spe- 
cial subjects. These reports will be called up at the proper 
time for discussion and for such action as you may think 
is required. It is hoped that those members who have any 
decided convictions or valuable knowledge concerning the 
subjects to which these reports pertain will give expression 
to their ideas and not remain silent, as so many who could 
make valuable contribution to our discussions so often do. 

Of the advantage which results to railroad companies 
from the adoption of standards it is, perhaps, not necessary 
to speak here. The performance of your regular duties 
must convince you of this, and that an enormous saving to 
railroad companies would result if the coustruction of 
those parts of cars which require most frequent renewal 
could be made more nearly uniform. It is certain, too, that 
much of the loss of life and injury to employés and others 
would be prevented if railroad companies coulda generall 
be induced to adopt the recommendations of the Car-Build- 
ers’ Association, which has that end in view. 

The growing interchange of traffic makes it daily more 
important that those parts of cars which require most fre- 
quent renewal should be uniform. The accomplishment of 
this end makes energetic action by the members of the 
Association imperative. 

A standard freight car truck, including the brakes and 
brake attachments, should be decided upon and recom- 
mended for adoption at-as early a date as possible. A 
system of lettering aud numbering cars should be perfected 
and recommended, so that their ownership could be deter- 
mined upon without the difficulties which ure now so often 
encountered. 

Standard detailed drawings of dead-blocks, should be 
made and published, with the proceedings of this Associa- 
tion, as uniformity in the size and adjustment of these parts 
on all cars is essential. The matter of freight car couplers 
bas claimed by its importance much attention, the press and 
our state legislatures, with the officers of railroad companies, 
have endeavored to effect a change in the manner of 
coupliog freight cars, and inventors by the thousand have 
spent both time and money to devise some method by which 
these cars could be coupled automatically, or in such a way 
as to prevent the necessity of trainmen standing between 
cars while in the act of coupling. 

I would call your attention to the following quotations 
from the reports of state railroad commissioners ou this sub- 
ject. lu their report for 1883 the Commissioners of the state 
of New York say: *‘ When a satisfactory coupler can be se- 
cured the expense is not a matter which ought to delay its 
adoption. The statute which will compel earnest en- 
deavor on the part of the railroads to solve this question in 
the interests of humanity ought to be passed witb such pro- 
visions as to the time of its becoming imperative as would 
protect railroads from being required to adopt impracticable 
devices to their pecuniary disadvantage and to the detri- 
ment of their business.” The Commissioners of the state of 
Minnesota in their report for 1883, say, ‘‘ The number of 
brakemen killed and injured while coupling and uncoupling 
cars recalls each year the question whether something can- 
not be accomplished to diminish the loss of limbs and lives 
resulting from this class of accidents.” 

The report of the Commissioners of the state of Iowa for 
the same year, in referring to those killed and injured while 
coupling cars, says: ‘“‘We are fully of the opinion that 
some method of coupling cars should be adopted that would 
enable them to be coupled without going between them; if 
this can be done we ere inclined to believe that it would 
justify a large expenditure and relieve the roads from a 
zrave responsibility.” The Commissioners of the state of 
Massachusetts in 1884 reported that ‘‘ The great number of 
accidents that are due to the coupling and uncoupling of 
freight cars, continue to be a subject of regret. One 
reason for delay that has hitherto been urged with some 
success has been the bope that the Master Car-Builders’ 
Association would agree upon some cne standard freight 
coupler, which would be adopted by all tbe railroads 
in the country and so prevent the necessity of legislation; 
but the aunual meeting of this Association for 1883 has 
been held, without avy advance toward an agreement on this 
subject. Reliance has been placed on the action of this 
justly respected Association because of iis selection of a 
standard height for drawbars was so readily adopted, but 
it should be remembered that the adoption of a standard 
height costs notbing. Uniformity was clearly desirable, but 
it did not involve the purchase of a patent right or the rival 
claims of inventors. For the selection of an automatic 
coupler the question is complicated by corflicting interests, 
and in its adoption the obstacle of cost isa seriousone. It 
is probable that the question will never be satisfactorily 
settled until the law ot liability of employers to employés 
has been thorougbly revised. The working of a just law, 
covering this whole subject, would be liable to supersede 
-_ necessity for special legislation as to couplers or draw- 

rs. 

In the report of the Commissioners of the state of Con- 
necticut it is said : ‘‘ Whenever a man shall be found among 
the Master Car-Builders, or, indeed, anywhere, who pos- 
sesses the enthusiasm, wisdom, judgment, tact, energy and 
perseverance of W. F. Allen, Secretary of the General Time 
Convention, who will give himself to the coupler question, 
it will be solved. The following circular from the Massa- 
chusetts Commissioners is dated Boston, May 8, 1884: “ All 
new freight cars owned by Massachusetts railroad companies 
are, after March 1, 1885, to be equipped with automatic or 
other safety couplers approved by this board after exami- 
nation and test thereof.” 

Gentlemen : Committees have been appointed repeated] 
by the Association and have made their reports at the ad- 
dg meeting held at Niagara Falls in October, 1882. 

our Committee selected and recommended as worthy of 
trial several couplers, all of whicb, with others, are in use 
tosome extent. Thetime has now arrived when the best 
known couplers should be selected and recommended by the 
members of the Association for adoption. Precisely how 
this action should be brought about it is not easy to indi- 
cate. It seems, however, thatif there are any automatic 
couplers known to this Association which the condi- 
tions required of such appliances, that the Association should 
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by suitable resolutions announce that fact for the benefit of 
railroad companies and the public. 

Otber necessary standards should be determined upon 
with as little delay as possible. I take pleasure in compli- 
paneer I you on the good results which have been brought 
about through annual meetings of the Association, and trust 
that the subjects to be presented for your consideration 
during this meeting will be judiciously disposed of. Thank- 
ing you for your kind attention, I now invite all those who 
may wish to join the Association to sign the constitution, 
which is in the hands of the Secretary. 

TREASURER’S REPORT. 
Received from M. N. Forney, amount of dues 
collected by him from members, from June 


12, 1883, to June 10, 1884...............-.00. $1,972.50 
Received from sale of Annual reports. ... .. 28.90 
—-— — $2,001.40 

Balance due Treasurer June 12, 183%3......... $99.28 

Amount paid Secretary for 6 mos, salary. ... - 500.00 
o returned to persons not eligible for 

membersbip..........--: aki Jeaepandge Ceenuees 10.00 

Amount paid for stationery ........ .........- 30.55 
- 7 reporting last annual con- 

WORMGN. \. ccccizewied Sosccsetcnd devdcovetes 240.00 

Amount paid for printing annual reports...... 498 57 

sie = INE iva» xda (dc op dodvne 7.29 

- “postage for year... .... ... 78.00 

nag printing circulars ........... 114.75 

- - express charges . .......... 40 

Caiven a Vonss cock scus ndastecers bce oerae 359.56 





2,001.40 
This report is duly certified to by the Auditing Committee, 
consisting of Messrs. W. R. Davenport, Robert Miller and 
J. Wiers. 


TRAP-DOOR IN ROOFS OF PASSENGER CARS. 


Your Committee to whom was referred the subject of 
placing a trap-door in roofs of passenger cars would respect- 
fully report that it is advisable and would recommend that 
hereafter all passenger cars be so constructed as to have 
an opening in the roof that the coyer can be removed in 
cases of such accidents, as it may be required. 

JOHN MACKENZIE, | 
SANFORD KEELER. | 
STANDARD HOUSE-CAR TO CARRY 60,000 LBS. OF LADING, 

The committee appointed at last annual meeting to confer 
upon a standard house-car, whose maximum load shali be 
60,000 lbs., and to report thereon to the Executive Com- 
mittee (see puge 113 of last annual Proceedings), would re- 
port that they have so conferred together and have agreed 
substantially upon the dimensions of many of the indif- 
ferent parts ofsuchacar. That asa partial result of their 
labors they bave on exhibition at this place three such cars, 
to which they invite the attention of the members of the 
Association and of all who are interested in the matter. The 
committee would esteem ita favor for any member or in- 
terested person to criticise these cars freely and to make 
suggestions to the committee, either verbally or in writing, 
of'any improvement or change for the better which may 
cccur to them. 

The committee consider that the work before them is an 
important one, and that their labors in it have only com- 
menced. 

They earnestly recommend that the Association continue 
to give attention to this matter in such a way as the Asso- 
ciation may think best. H. Goopwin, | 

J. W. CLovup, 
L. GAREY, 
F. M. WiLpER, } Committee. 
L. PACKARD, 
W. McWoop, 
R. McKenna, | 
AUTOMATIC FREIGHT CAR BRAKES. 

Your Committee on Automatic Freight Car Brakes re- 
spectfully submit the following report. 

A series of questions bearing on this subject was circulated 
by the Secretary among the members of the Association 
from whom 18 replies were received. Four of these were 
to the effect that an automatic brake on freight cars was a 
necessity, while the balance expressed the opinion that an 
automatic brake was not absolutely required, although its 
introduction would be desirable. 

The advantages to be derived from the use of automatic 
brakes on freight cars appear very great, but it is possible 
that they may be cousterbalanved by serious disadvantages ; 
for were all freight cars equipped with an automatic brake 
tbe failures peculiar to this particular brake would be doubt- 
less encountered to a very much greater extent, and at least 
in the ratio that the number of cars on a freight train ex- 
ceeds that of a passenger train. The additional cost of ap- 
plication ani maintenance of automatic brakes, and their 
incidental failures might vot be objected to if applied to 
special cars on reads where trains composed entirely of such 
cars could be run. Under these circumstances the auto- 
matic brake could be operated with greater success than if 


generally adopted. 
H. C. McCarry, ) P 
CHARLES BLACKWELL, | CO™mittee. 


Committee. 


CAR ROOFS. 


Your Committee appointed to investigate the subject of 
Car Roofs regret that lack of time, or rather the multiplicity 
of duties upon the part of the Chairman has made it impos- 
sible to examive the subject as fully as could be wished. 

The following circular letter was issued to the members 
of the Assuciation, and replies were received from twelve 
members : 

** Assuming that the first object of a roof upon box cars 
to the protection of the contents of the car from the ele- 
ments, and second, to assist in giving strength and stiffness 
to the sides and ends of the car, and considering that car 
roofs are now commonly classified as follows: . 

‘1. What are known as double-board roofs, with or with- 
out felt or other lining between the boards, 

“2. Single board roofs covered with tin or other sheet 
metal 

os Roofs made of metal sheets fastened to car lines, etc., 
and covered with single boards, 

“Which of these forms of roofs, or others of which you 
may have knowledge, will best meet the following require- 
ments, and what will be the relative cost and cost of re- 

ir ¢ 

‘1, Absolute protection from dampness, caused by rain 
or snow. 

“2. Least danger from being disturbed by wind. : 

“3. Least danger from being dumaged by nails being 
driven into it and men running over it. 

‘*4, Least danger from fire. 

“5, Best style to give lateral and diagonal stiffness to the 
car top. Also, whether some plan of diagonal bracing or 
tie rods should not be adopted. 

“Please send this committee drawings or points of such a 
roof as you would recommend as a standard, showing par- 
ticularly the method of fastening to carlines, ridge-pole, 
side-plates and end-plates. and also please state your reasons 
for recommending the particular style of roofing.” 

There is quite a diversity of opinion in coped to what 
style of root is the best, many favoring double-board roofs, 

some with felting between and some without, Others pre- 
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fer what is known as the Winslow roof, or one of similar 
construction, while the universal experience as expressed 
seems to be against what is known as “tin roofs,” that is, 
single-board with thin metallic covering. 

The question of cost will enter largely into the adoption of 
car roofs as a standard depending to some extent upon where 
the cars are to be built. Ina pine country where lumber is 
cheap, where good clear pine will not cost more than $30 
per Mi. the double board roof would probably be fully as 
cheap as the single-board with tin covering, 

But where good pine is $40 per M. the roof will cost as 
much as the Winslow or other metal roof, with board 

overing. 

It is the generally considered view by those who answered 
the circular that the roof should be diagonally stayed, al- 
though your Committee has not found any road that has 
adopted any particular form of bracing. 

e deem it almost absolutely necessary in cars having 
roofs with metal plates either above or below the boards 
that the roofs should be stayed diagonally. 

Cars have been found where the single boards were nailed 
on to the purlins in pieces running from one purlin to the 
other, being made up from the short pieces of waste from 
the sheathing of the cars. These cannot be seen when 
covered by tin, and as they give no stiffness to tbe car 
the twisting of the roof about soon starts the joints in the 
metal cover and opens the seams to the elements, breaking 
off the nails and completely destroying the roof. 

Mr. Robert Miller, of the Michigan Central Railroad, 
strongly recommends what is known as the ‘ Hutchius 
roof,” whichis a double-board roof with a liniwg between 
the boards, made up of felt, canvas and other materials. 

Mr. Miller says that with this roof properly put on there 


isno need of any diagonal bracing, and is found very. 


effective in the repairs of old roofs, 

No drawings were sent your Committee, and we have not 
had time to design any roof which we would recommend, 
your committee would therefore ask that the subject be 
continued for another year. 

And your committee would like a free discussion of this 
subject as a ground for their deliberations upon it. 

M. WILDER, 
R. C. BLACKALL, -Committee. 
D. Horr, \ 


BRAKE-SHOES, BRAKE-BEAMS, AND THE INTERCHANGEABLE 
PARTS OF THE BRAKE ARRANGEMENTS OF CARS. 


The Committee appointed to make a report on this subject 
prepared the following questions, which were embodied ina 
circular which was sent toall the members of the Associa- 
tion. Asummary of the answers received is given after 
each question, 

x ith your experience, what do you consider the most 
economical brake-shoe, wrought or cast-iron, or the so-called 
‘Congdon Shoe” (which is a combination of both metals)? 

Nine members said they preferred cast-iron shoes; eight 
preferred the Congdon shoes; four wrought-iron shoes; one 
preferred shoes made of gun metal; and three did not know 
what they did want. 

2. Do you think that theso-called ‘‘ Congdon Shoes” are 
better than either cast or wrought-iron shoes? 

The answers to this question were about the same as those 
to the preceding one, with the exception that two of those 
who replied claimed that wrougbt-iron and Congdon shoes 
had about the same relative qualities. 

3. Do you think truss-rods applied to brake-beams are 
useful ? : 

Those who answered this question approved of truss-rods 
for passenger cars, but considered them too expensive for 
freight equipment. 

4. Would you recommend either iron or steel as a substi- 
tute for wooden brake-beams ? 

Fourteen members preferred wooden brake-beams; some 
wrought-iron, and three preferred steel. Among those who 
thought best to continue the use of the wood there were 
several who thought that ultimately a metal bar would be 
adopted. 

5. What do you consider the best, solid brake-heads and 
shoes combined. or independent beads and shves, made so 
that shoes may be removed from the beads aud renewed ? 

Twenty-one of the members thought brake-heads inde- 
pendent of theshoes were most desirable, and four preferred 
a head and shoe combined in one piece. 

6. What do eer consider the safest and most durable way 
of hanging up brakes ? 

Nearly all of those who expressed an opinion preferred 
that brakes sbould be hung from the bottom bolster between 
the wheels. There was but one person who did not agree 
with this opinion. 

7. Would you recommend that brakes be applied to both 
trucks of each car, and if so, should they be connected ? 

Nearly all recommended brakes on eight wheels and con- 
nected to one brake staff. 

8. Do you think that the Congdon shoe wears or cuts steel 
tires more than cast-iron shoes ¢ 

Of the twenty-five who answered this question twelve 
had no experience with the Congdon shoes, nine thought 
that they wore steel tires more than cast-iron shoes do, and 
four bad no evidence that they did not, but were not certain 
about it. 

9. Would you recommend what is known as the ‘' Christee ” 
brake-head for adoption? If not, will you state what in 
your judgment is the best brake-head and shoe ? 

The expressions of opinion regurding the various shoes 
were as follows: Six preferred the Collin shoe, which is used 
on the Pennsylvania Railroad, four the Christee shoe, three 
the Standard, one the Fowler, and one what be said was 
known in the western country as the reversible hook. There 
were three who preferred a standard head and shoe, but did 
not specify any special kind. 

In reviewing the subject your Committee are of the 
opinion that there would be great economy if standards were 
adopted of as many of the parts required to hang up brakes 
as possible, but on account of the great diversity of opinion 
on the subject we are unable to determine from data 
obtained which would be the most valuable to recommend 
to the Convention. As to the necessity of standards, they 
think it would be of great importance and of great advan- 
tage to have some of the parts decided upon and turned over 
to the Executive Committee for final consideration. 

L. PacKarp, 
JOHNS. Lentz, -Committee. 
J. W. MARDEN. 

AUTOMATIC FREIGHT-CAR COUPLERS. 

‘Your Committee appointed to make a reportion Automatic 
Freight-Car Couplers would respectfully submit the follow- 
ing: 

We bave sent out circulars to all representatives of the 
different car departments, embodying the following ques- 
tions, namely : 

““1. In your judgment would there be a large saving to 
the railroads of the country by the adoption of a standard 
Automatic Coupler ¢ 

“2. Would the adoption of such a coupler be safer for 

trainmen ¢ 

‘*3. Is it practical or desirable to adopt such a coupler for 

all new constructions or renewals ¢ 
“4. If so, will you please make any suggestion which 
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pon A occur to you as to the best methods to secure these re- 
sults ¢ 

‘5. Which, in your judgment, is the simplest and most 
economical freight-car coupler in service, all things con- 
sidered ¢ 

‘*6. Are there any practical difficulties in the way of 
adopting a standard automatic coupler ? 

“7. Ifso, please say what, in your judgment, they are ? 

“8. If you were asked to adopt a standard freight-car 
ome for your road, what one would you select ?” 

We have received 24 replies, 22 of which have answered 
in the affirmative, and two in the negative to the first three 
questions, namely : 

“1. In your judgment would there be a large saving to 
the railroads of the country by the adoption of a standard 
Automatic Coupler ? 

“2. Would the adoption of such a coupler be safer for 
train men / 

‘3, Is it practical or desirable to adopt such a coupler for 
all new constructions or renewals ?” 

Twenty-two have answered No, and two Yes, to the sixth 
question, namely: 

‘**6. Are there any practical difficulties in the way of 
adopting a standard automatic coupler ?” 

There area diversity of opinions in answer to the ques- 
tions 4, 5,7 and 8, which questions read as follows: 

‘“*4, If so, will you please make any suggestions which 
mes occur to you as tothe best methods to secure these re- 
sults, 

**5. Which in your judgment is the simplest and most eco- 
nomical freight-car coupler in service, all things considered? 

“7. If any, please say what, in your judgment, they are. 

“8, If you were asked to adopt a siandard freight-car 
coupler for your road what cne would you select ?” 

Your Committee have given this subject careful thought 
and have experimented with a large number of couplers 
during the past year, and we have also witnessed tests of the 
various drawbars made at Saratoga. 

We have carefully examined all of the models which have 
been presented at this meeting, and we find such a similarity 
of principle involved in various ones examined that we 
would suggest that before their adoption they be referred to 
the Eastern and Western Associations for their decision as 
to the validity of patent. 

Our classification of the various drawbars is as follows : 

Worthy of Special Mention.—Archer; Cowell; United 
States; Januey; Ames; Mitchell; Wilson & Walker; Con- 
way-Ball coupler. 

As Meritorious,—Gifford; Granger; Bechard; Peace & 
Sankey; Hilliard; Hitchcock; Prescott; Marks; Howe; 
Union; Perry; Burrill, 

Have also Examined, — Quackenbush; Life and Limb 
Protecticg Car Coupler; Lancaster; Smillie; James Horsley 
patent balanced car coupler; Barnes coupler; McKeen; 
S:ebbins; Williams; Skinner; New Era; Blanden. 

Io conclusion we would say, tbat we realize the impor- 
tance and magnitude of the work which has been given us, 
and we would therefore urge upon the members of this As- 
sociation the importance of thoroughly discussing the merits 
of car couplers. 

We think this subject is one which should not be passed 
over lightly, and think that the different roads we represent 
and the public at large demand of us a thorough investiga- 
tion as to the best coupler, and prompt action in recom- 
mending its adoption. We would earnestly request that 
this Association appoint a committee of experts to be pres- 
ent at the trial, or hearing, of the different Railroad Com- 
missioners—or any trial ordered by the Executive Com- 
mittee of this Association. 

J. W. MARDEN, 
F. D. ADAMS, 
R. C, BLACKALL. 


>» Committee. 


The Relation of Railroad Wheels and Rails to Each 
Other. 





[A Paper by Matthias N. Forney, Read at the Annual Cunvention 
of the Master Car-Builders’ Association, June 11, 1884 | 





At the last convention of this Association a committee 
subinitted forms for the treads and flanges of cast-iron and 
steel-tired wheels, with the recommendation that they be 
adopted as standards. They were, therefore, submitted to 
the Association for approval by letter ballot, but neither 
of the forms received two-thirds of the votes cast, which the 
constitution requires before any standard can be adopted 
by the Association. 

The question of a standard form of tread and flenge, 
therefore, stands asit did before the committee made its 
report. As it seemed to be of the utmost importance that 
some action should be taken looking to the adoption of a 
standard, and that this should be done as early as possible, 
it occurred to the writer that, if the principles which should 
govern the form of the flanges and treads of wheels were 
carefully investigated and explained, it might help to secure 
the adoption of a standard which would be in every way 
satisfactory. It was with that object in view.that the fol- 
lowing paper has been prepared. It may be added that 
while a standard tread, flange and gauge of wheels is impor- 
tant, a standard for the shape of the heads of rails where 
they come into contact with the wheels and for the gauge of 
track, guard-rails, frogs, etc., is equally so. A little inves- 
tigation showed that there was a great diversity in the 
practice of Jaying track on different roads, and, therefore, a 
circular of inquiry was sent to the managers, engineers of 
permanent way, and master car-builders of all the railroads 
in North America, to ascertain definitely how much differ- 
ence actually existed between the different roads. The 
replies, which have been tabulated, show how great 
that difference really is. The Executive Committee of your 
Association finally determined that a conference meeting for 
the discussion of this subject, to which representatives of 
the permanent way departments of the various roads should 
be invited, might help in bringing about a better mutual 
understanding with reference to the gauge of track and 
wheels, more uniformity in the practice of those having 
charge of the car and permanent way departments, and 
possibly the adoption of standards in each, which would be 
consistent with each other. The Executive Committee, 
therefore, instructed the Secretary to issue an invitation to 
railroad companies to send representatives of the permanent 
way department of their lines to this meeting of the car- 
builders for mutual discussion and conference. With this 
preliminary explanation, and without other introduction, 
the discussion of the subject of this paper will be taken up. 

Figs. 1 to 15 represent the shape of the treads and the 
flanges of cast-iron wheels made by as many different manu- 
facturers of such wheels, and figs. 16 and 17 represent sec- 
tions of steel tires used by prominent manufacturers of steel- 
tired wheels in this country, and fig. 18 represents the 
standard section of tread and flange used on the German 
State railroads, In fig. 19the form of rail-head used on the 
New York Central Railroad is shown, with the tread and 
flange, represented by fig. 12, drawn on top of it, in the 
position it would occupy on the outside of a curve. The 
relation which the one bears to the other is thus shown 
clearly, and it will be seen that the load carried by the 
wheel is supported on the corner of the railat A, and that the 
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very small surfaces in contact must resist not only the 
weight carried, but the lateral pressure of the flange due to 
the curvature of thetrack. lt is obvious that under these 
conditions the wheels will be worn so as to confoim to the 
shape of the rails, as indicated by the dotted line B, and 
that the rails will be worn so as to conform to the shape of 
the wheels, as shown by the dotted line C. Fig 20 represents 
the steel tire shown in fig. 17, on the New York Central 
rail-head, Fig. 21 shows the Pennsylvania Railroad tread 
and flange on the standard rail used on that road. ‘lhese 
figures show that the rails do not conform to the shape of 
the throats of the flanges, and that the suiface of wheel and 
rail in contact are very small. 

In fig. 22 the standard tread used on the Reading Railroad 
is shown on the rail laid on the Lehigh Valley line. In this 
case the corner of the rail does not touch the throat of the 
flange, but the wheel bears on the top of the rail and the 
face of the flange comes in contact with the side of, the rail 
head. 

Probably very few, if any, rail sections at present in use 
would fit the sections of treads and flanges shown by the 
engraving. In sume cases the difference would be very 
great, as has been shown. We have the curious condition of 
things, that the forms of rails have been designed by one set 
of men, and the wheel-treads and flanges by another, appar- 
ently without any reference to each other. 

The length of the line in contact at A, in figs. 19 and 20, 
is approximately jj, in. Itis pot easy to determine what 
the length of the surfaces in contact would be with an or- 
dinary 33-in. wheel, but itis certainly not over *4 in. The 
bearing surface would then be of an elliptical figure, with 
the major and minor axes of dimensions not exceeding those 
named, the area of which would be only about an eighth of a 
square inch. As the maximum weight carried by car wheels 
is now from 5,0LO to 8,000 lbs, these bearing surfaces must 
be subjected tu pressures of from 40,0CO to 64,000 lbs per 
square inch. Itis therefore not surprising that they are 
rapidly worn away, «. thereis no principle in mechanics 
more firmly established, or more certain, than that the wear 
of surfaces in frictional or rolling contact is in an inverse 
propurtion to their area. Therefore, if we should inciease 
the area of the surfaces of the wheel and the rail whicb are in 
contact, the capacity of both for resisting wear will be in- 
creased. Todo this their forms must be made to conform 
to each other. In other words the treads and flauges of 
wheeis should be made of the same shape as the heads of the 
rails, Thus, in the case of a rail of the shape shown in fig. 
23, the corner of which iscurved with a radius of * in., the 
tread and flanges bould also have the same curve so as to coin- 
cide with that of the rail as shown. If the radius of the cor- 
ner of a rail is 4} in., like that shown in fig. 24, the throat of 
the flange must also be 43 in., in order that the two may fit 
each other. But bere comesin a difficulty. The wheels of 
one road must often run on the rails of another line, and un- 
fortunately the shapes of the rails differ as much as or more 
than those of the wheels. The curves which form their cor- 
ners vary all the way from % in. radius to §,. There is no uni- 
formity, but infinite diversity in this particular. If a flauge 
is made to fit the rail illustrated in fig. 23 it wi.l not tit that 
one shown in fig 24, and vice versa. lt will thus be seen 
that before we adopt a standard for the treads and flanges 
of wheels we ought to have one for rails, or at least for the 
portion of the rails which come in contuct with tne v heels, 

Should the corner of the rails and the throat, es it is 
called, of the flange be curved with a radius of % in. asin 
fig. 23, or is 4} better? If the latter dimension is proposed 
for wheels car-builders will object that with so sharp a cor- 
ner the flange is weakened where it is most liable to break, 
and there will be very little metal in the throat to resist the 
lateral wear of the flange against the rail, and, if the flange 
of a cast-iron wheel is made of that form, it will be difficult 
to get a good chill in the throat. As httle is known of the 
real cause or theory of chilling, no reason can now be as- 
signed for this with any certainty that it is the correct one. 
An examination of a broken chilled wheel shows thai-the 
chill extends at right angles from the surface of the tread in 
what may be called striated lines, as indicated in fig. 24. 
This effect is due, probably, to the sudden cooling of the 
melted iron by the chill-mold with which it com:s in contact. 
It may be imagined that the beat in the melted ircnis trans- 
mitted to the mold in the most direct course possibie, as indi- 
cated by the lines. It will be noticed that atthe throat, 
opposite to f, those lines are radial to the curved surface and 
cons. quently diverge as they extend into the massof metal, 
and converge if they are extended outward into the chill 
mold. Therefore the portion of the mold included in the 
small section ac p must absorb the heat from the metal 
included in the surface adep. ‘The shorter the radius ac 
the smaller will be the area of the segmentacp and the 
great:r the disproportion between it and the surtace a dep, 
and consequently the greater the difficulty of chilling the 
metal included within that area. It 1s owing to this difti- 
culty that wheel-makers generally object toa reduction of 
the length of the radius of the throats of wheels. ‘The most 
common length in use is probably % in., although the aver- 
age length of those represented in tigs. 1 to 15 1s somewhat 
over }i in. If we adopt a radius ot % in., which is the least 
that seems to satisfy a majority of the wheel-makers, and 
then make the rail to fit it, as shown in fig. 23, which repre- 
sents a rail ro!led by the Scranton Steet Company, we en- 
counter the objection that the top surface of the head of the 
rail, which is the portion that bears the load, is narrowed 
too much. Thus the two rails shown in figs. 23 and 25°*both 
have heads 244 in. wide at the top, but the width of the sur- 
face f g of fig. 25, which supports the vertical load, is 1,% 
in., whereas that of fig. 23isonly lin. It1s therefore not 
surprising that those who design and are responsible for the 
wear of rails object to tbe adoption of a radius for their cor- 
ners as long as of aninch. The wheelmen, in fact, want 
to make this radius as long, and the railmen want it as 
short as possible. These differences of opinion and of prac- 
tice must be reconciled before wheels anu rails can be made 
to harmonize with each other. This can be done in three 
different ways: The rail may be made to fit the wheel, as in 
fig. 23; or the wueel may be made to fit the rail, us in fig. 
24; or both may be altered to fiteach other. Expressed 
differently, the throat of the flange may be made a curve of 
43-in. radius, like the rail in fig. #4, or tne coiner of the rail 
may be part of a curve of %-in. radius, as in fig 23; or we 
migbt take a mean between the two and make the radii of 
both the corner of the rail and the throat of the flange say 
1g in. 

Before these alternatives are considered, attention will be 
called to the effect which the shape of the corner of the rail 
has on the gauge, or rather end-play of the wheels. In figs. 
23 and 25, the flanges are the same shape and size, but tne 
corners of the rails differ as already described. In both 
cases the flanges are represented close up to the rail. It 
will be noticed, though, that in fig. 23 the distance h i, from 
the gauge lineha to the back of the flange, is 114 in., 
whereas in fig. 25 it is 1yy in., or a difference of ;8;. As the 
same difference would exist in the flange at the opposite end 
of the axle, wheels which are gauged exactly al.ke, or the 
same pair of wheels, would have % in. more end-play or 
clearance on rails like the one shown in fig. 23 tban they 
would have on those like fig. 25. This is due entirely to the 
shape of the corners of the rails. 

In figs, 24 and 265 the rails are alike, but the throat of the 
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flange in fig. 25 bas Sin. radius, whereas the throat of the 
flangein tig 25 has 4tim. radius, The flonges otherwise are 
alike. lt will be seen that the distance h i, in fig 24, is 1,in., 
whereas, in fig 25 it is 1j,iv. Wheels like those in fig 24 
would therefore have }ip. more end-play on the same rails, 
even though the flanges were placed exactly the same dis- 
tance apart. This is due to the shape of the throat of the 
flange. It will, therefore, be seen that it is essential that 
there should be uniformity in the shapes of the corners of 
the rails end the tbroats of the flange, if the gauge of the 
wheels and 1:ailsin relation to each other should be at all 
exact. 

The shape of the sides of the heads of the rails a'so has an 
important influence on the gauge. In figs. 26 and 27. the 
vertical dotted line D E represents the gauge-live. In fig. 26 
the rail-head used in the Lehigh Valley Railroad is repre sen- 
ted with its lower corner, B, conforming to this gauge-line,* 
and the flange and tread down in fig. 5 isrepresented on the 
rail. 

In fig. 27, the rail-head used on the New York, New 
Haven & Hartford Railroad is represented witb its side A B 
on the gauge-line D £, and with the tread and flange shown 
in fig. 13 on top of the rail. Both flanges are shown against 
the side of the rail. From the extension upward ot the line 
representing the back of the flange in fig. 27. it will be seen 
that the distance # G from the back of the flange, in fig. 26, 
is 4¢ in. farther out than the one in fig. 27. {t will thus be 
seen that to have the same end-play flanges like the one 
shown in fig. 27, when runving on rails like that represented 
must be gauged with their backs an inch closer together 
than fanges like that represented in fig. 26 must be wheu 
running on rails of the shape and gauged as indicated. Or, 
if the backs of flangis like fig. 26 were gauged 4 ft. 5%¢ in., 
the standard distance recommended by the Master Car- 
Builders’ Association, they would have 114 in. end-play or 
the rails shown in the same figure, whereas, if flanges like 
fig. 27 were gauged that distance, between their backs, they 
would have only 1 in. end-play on rails hke those of ibe 
New Haven road. It follows then that the form of the beads 
of rails, tne method of gauging them, and tbe proportions 
and forms of flanges are all important, and tbat standards 
should be adopted for each of them. Itsbould be remem- 
bered too, that the rails represented are the actual standards 
at present in use on prominent railroads and tbat the flanges 
are the standard forms which two different wheelmakers 
are, or were quite recently, using. If the gauge of the rail 
shown in fig. 26 is measured from the point B, the point A 
will be abcut ,3; in. from the gauge-line, and therefore if the 
gauge of such rails is measured from A, it will really be % 
in. wider than that of rails ike the one shown in fig. 27. 
This principle applies to all rails with sloping sides, and fur 
this reason it 1s important that those in charge of the per- 
manent way of railroads should agree to gauge the rails 
from the same point. 


By referring to figs. 1 to 18. it will be seen that the angles 
of the faces of the flanges with a vertical line vary all the 
way from 12° to 324°. The question then arises, what is 
the best angle to use. The “rules governing the inter- 
change of cars,” adopted by this Association provide that 
roads may refuse to receive cars if any of the flanges of tbe 
wheels have “ flat vertical surfaces extending over 7 in. 
from tread of wheel. In fig. 28, a flange is represented which 
bas an angle of 15° with a vertical line. The black surface 
represents the metal in the throat of the flange, which, if 
worn away, will leave a “flat vertical surface extending 
over % in. from the tread of wheel.” In fig. 29, a flange 
having an angle of 30° is shown and a black surface shows 
the same result as in fig. 28. A glance will show that more 
than twice as much metal must be worn cut of the throat 
ot a flange having an angle of 30° than from one hav- 
ing half that angle to produce a vertical surface % in. 
deep. It will, therefore, wear twice as long. It must 
be remembered that the metal represented by the 
black surface ina certain sense is precious metal, Without 
it cast-iron wheels are valueless, «xcepting as old metal, 
and when it is gone from steel tires they must be re-turned. 
If then, the endurance of a flange is increased with its 
angle, evidently it is desirable to make it as laige as prac- 
ticable. Of course, it is possible to make it so large as to 
incur the liality of rolling up on, “ or mounting the rail,” 
but no complaint of this kind, so far as known to the writer, 
has ever been made of any of the flanges represented 
in figs. 1 to 18. Considering too, that the flange shown by 
tig. 18 with an angle of 32° is the standard on all tbe Ger- 
man State railways, and is used with cars without trucks 
and very long wheel bases, and that one of the most: promi- 
nent manufacturers of cast-iron wheels in this country usts 
an angle between 29° and 30°, it indicates that tke latter 
angle is entirely safe. 

A large angle also has the advantage of increasing the 
amount of metal in that part of the chill-mold that comes io 
contact and must absorb the beat from the flange and 
throat. It is therefore believed tkat it 1s less difficult to get 
a good chill in the throat of a wheel if the flange bas a large 
angle than it is with one having asmall angle. For these 
reasons an augle of 30° with a vertical line is proposed for a 
standard. 

The depth of the flanges shown in figs. 1 to 18 vary from 
1 in. to 1% in. the majority being 1% in. The standard 
German tlange is 1; deep. Very much the same practice 
in this particular prevails in British roads, although a great 
many flanges are used in British lines which are only 1 in. 
deep, and the standard for ‘“‘wagon” tires on the London & 
Northwestern line is }3 in. deep. There does not seem to be 
any reason for changing the prevailing practice here of 144 
in., and the proposed form of flange is therefore made of 
that deptb, measured from the tread next the flange, which 
makes the depth 1,8, in. if measured from the cylindrical 
part of the tread. 

The toe T of the flange, Fig. 29, is made slightly pointed. 
The reason given for that is that that form will cu€ through 
snow or ice more readily than one made more vubtuse. 
Another reason is that a pointed flange is less likely to strike 
a frog or switch point. In order to avoid doing this the 
point or the toe of the flange should be kept as near the 
middle of the flange-way as possible. When the flange is up 
against the rail, or in the position represented, the centre 
line S 7 through the toe is }} iv. from the gauge line, 
whereas, when the back B ot the flange is up against the 
pag sa or frog the centre line S 7' would be only ,%, iv. 

rom that side of the flange-way. It seems, therefore, as 
though the centre line S 7 should be closer to the guage-line 
than itis represented, But the flange is subject to wear, and 
when reduced to the form indicated by the vlack surface the 
worn face F would be only ,% in. from the centre liner While 
the flange is wearing, however, the tread is also usually re- 
duced, so that the face F is not usually worn so clcse to the 
centre line when its vertical surface is % in. deep, conse- 
quently the face F would rarely be brougpt cioser to tbe 
centre line than the back B. The end to be arrived at is to 
keep the point of the toe 7 as far from the main rails and 
also from the guard rails as possible. It must be remem- 
bered that with the standard distance of 4 ft. 5% in. be- 
tween the backs of flanges, which has been adopted, and 
with # clearance or end-play between the flanges and rails 


* On the Lehigh Valley Railroad the guage is measured from a 
point C, midway between A and B, 














[JUNE 20, 1884 


















































461 


THE RAILROAD GAZETTE 


JUNE 20, 1884] 











Yl Ulf 
/ iff YWiffff 


// 
/ 
d/}/ 


/; 





// 
SH, 


yy 


MY |} /} 


/ 
// 


Hs 


— 


Wf} 


/ 


MAY 








iff 






































462 


THE RAILROAD GAZETTE. 


[JUNE 20, 1884 








on each side, the distance a b, from the back of the flange to 
the gauge line is only 114 in. and the flange must be con- 
fined within those limits. 

(TO BE CONTINUED.) 








American Society of Civil Engineers. 





Continuing oar report of last week, which gave the first 
day only, the second and third days were both devoted ex- 
clusively to the inspection of neighboring works and to sight- 
seeing generally; the business meeting, which had been pro- 
posed for the morning of the second day, having been held 
on the afternoon before on account of the weather. 

On the morning of the second day an inspection trip was 
made by train to the Central Bridge Works, the yards of 
the New York Central and the New York, Lake Erie & West- 
ern Railroads, the various harbor works, and especially the 
Tifft Farm improvements. The latter is the most extensive 
single improvement which has ever been undertaken in 
Baffalo, its total estimated cost being over $4,000,000, of 
which over $1,000,000 have been already expended. The 
works were begun in 1882 by the Lehigh Valley Railroad 
Company, and include some 4}¢ miles of artificial canal, 
giving some 9 miles of dockage front. Some 15 miles of 
railroad track, 4,500 ft. of coal storing (or ‘‘ stocking” 
as it is more generally called), trestles and 1,800 ft. of 
shipping pockets are included in the project. Perhaps 
one-quarter of the works are already completed, including 
an enormous coal-stocking trestle, where over 100,000 tons 
of coal are already heaped up. Extensive improvements of 
the lake shore are also necessary in connection with the 
works and are now in pecgren. A principal object of the 
improvement is to enable the shipment of coal by railroad 
to be carried on independently of the condition of water 
transportation. The coal trade of Buffalo has been and is 
growing very rapidly. This, indeed, is the case with its traf- 
fic generally, as is evident in part from the enormous devel- 
opment of its railroad terminal facilities. There are in all 
something over 400 miles of railroad track within the city 
limits of Buffalo. Of this the New York Central and Its al- 
lied lines bas a little over 200 miles; the New York, Lake 
Erie & Western over 160 miles, and the remainder is divided 
up among the West Shore, the Buffalo, New York & Philadel- 
pbia and other minor lines. This aggregate is constantly 
growing. There is therefore plenty of room even for the 
enormous number of cars which are stored in the Buffalo 
yards, which, it is said, rarely falls below 20,000 and some- 
times rises to 60,000. The latter number requires 340 miles 
net to store it, allowing nothing for frogs and turnouts. 

The afternoon and evening of the second day were de- 
voted to a purely pleasure excursion down the Niagara 
River to the grounds of the Falconwood Club on Grand 
Island. The third day was also entirely devoted to an ex- 
cursion to Suspension Bridge and Niagara Falls, and in the 
evening to a reception tendered by the Buffalo Club. 


THE FOURTH DAY 


was opened by a resolution tendered by Charles Latimer, to 
the effect that no action taken by the wr should bind 
its President, in the event of his selection by the govern- 
ment as its representative at the coming international 
conference on a prime meridian and standard time, to any 
particular meridian or hour for beginning the numeration 
for the day. Mr. Latimer’s motives were evidently not 
wholly unconnected with the subject-matter of a pamphlet 
which he had distributed previously, bearing upon the di- 
vine origin of the great pyramid and its fitness for use as a 
standard for various purposes. 

The resolution after some diszussion. 

Mr. E. L. Corthell, Chief Engineer of the New 
York, West Shore & Buffalo Railway, and formerly 
Captain Eads’ Chief Assistant in the Mississippi River 
jetties, then gave the results of 10 years’ experi- 
ence on the jetties, showing that all predictions and 
hopes in favor of the plan adopted had been fulfilled to the 
letter, that there was now over 31 ft. of water in the chan- 
nel, which was steadily growing deeper as well as straighter, 
and that no extension whatever of the jetties had yet been 
made, nor was there any present indication that any would 
be necessary hereafter. Mr. Cortbell touched very deli- 
cately and discreetly upon the “lesson ” to be drawn, but his 
evident meaning was that it would be well if there were a 
few more civil engineers consulted as to the government 
works, and if the civil engineers who are in the government 
service were kept less ee ed in the background. 

Mr. Benjamin Reese, of Toledo, Engineer of Maintenance 
of Way on the Lake Shore & Michigan Southern Railway, 
then presented a paper on ‘‘ The Management of Forces En- 
gaged in Track Repairs,” containing interesting suggestions 
and facts, of which we hope to present a full abstract here- 
after, and will therefore pass for the present. Mr. Charles 
Latimer rose to controvert certain supposed reflections upon 
the ‘‘ gray-headed trackman ” in the paper, but the discus- 
sion which might have been expected to arise was curtailed, 
as was the case with most of the other papers read on the 
last day, by the limited time available. 

Mr. Elnathan Sweet, State Engineer and Surveyor of 
New York state, then ee ou the ‘ Radical 
Improvement of the Erie Canal.” The paper stated that 
though nine-tenths of the transportation was done by canal 
30 years ago but one-fifth isdone now. The canal should 
be so enlarged that it would accommodate the largest vessel 
on the lakes and permit continuous transportation from 
Chicago to New York. It shonld be 18 ft. deep and 100 ft. 
wide and its locks should be 450 ft. long and 50 ft. wide. 
The Mohawk River should be madeacanal. The canals ought 
to remain under the dominion of the Empire State forever 
Vessels find profitin carrying wheat from Chicago to Buffalo 
at two cents per bushel, but canal boats charge four cents from 
Buffalo to New York—twice as much for less than half the 
distance. Should the canal be enlarged a propellor could 
carry grain from Chicago to New York at a very much re- 
duced cost. The estimated cost of the improvement was 
$125,000,000, the interest on which at 3 per cent. would be 
$3,750,000, or 384 cts. per bushel on 100,000,000 bushels. 
The actual traffic to be carried on the improved cafal was 
estimated at many times that amount, including all classes 
of traffic. 

The paper was discussed by T. C. Clark, of New York, 
and J. B. Francis, of Lowell, Mass. The latter felicitously 
remarked that a canal at Cape Cod was being built by a 
man who had contracted with himself to do the work, who 
had issued bonds himself, who had taken them himself, and 
was doing the whole business himself. He suggested that 
New York state might profit by this and manage its own 
canal itself. 

A paper containing some important facts on ‘‘lake com- 
merce” prepared by Captain M. M. Drake, was read by 
Secretary t. 

Discussions on both Pag oy followed, and were partici- 
ase in by William J. McAlpine, J. H. Harlow, of Pitts- 

urgh; Nathaniel M. Edwar 
North, of New York. 

The remainder of the morning session was given up } ga 
to amusement, by interrupting the lar course of busi- 
ness to listen to an address by F. Cope Whitehouse, a mem- 
ber of the New York Geographical Society, who is not con- 
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nected with the Engineers’ Society. Mr. Whitehouse is the 
son of the late Bishop Whitehouse, of Illinois, and is about 
forty years of age. He has passed much of his life in travel- 
ing in out-of-the-way places and gave a vivacious and cer- 
tainly interesting extemperaneous account of his explora- 
tions in Egypt, where he explored the dry basin of an 
ancient lake of the time of Herodotus. The story of the 
lake is that an ancient Egyptian king, for the purpose of 
giving the lands of his subjects better irrigation than the 
regular overflow of the Nile, admitted the water of the 
river to a depression of the country 450 miles in circum- 
ference by means of acanal. The water made a dead sea, 
and the amount lost by evaporation was replaced regularly 
by lifting the dams in the canal at an expense each time of 
what in our money would be $600,000. Mr. Whitehouse 
learned all this by careful inquiry. He was the only white 
man who had ever visited those parts. 

At the afternoon session very little real work was ac- 
complished, and the attendance was quite small, considering 
that some 226 members in all were, or had been, present at 
the convention. Many of the memners were absent at an 
all-day excursion to Chatauqua, and many others on a trip 
to the water-works. Many otbers again were, no doubt, 
studying ‘landscape engineering” by driving around the 
parks and streets of the city, some of which latter, at this 
season of the year, are exceedingly attractive. 

Mr. Clemens Herschel presented a paper on ‘‘ Steam vs. 
Water Power,” controverting certain statements in a paper 
by Mr. Charles E. Emery as not doing justice to the economy 
of water power. Mr. J. J. R. Croes, of New York, read a 
valuable statistical paper on ‘‘ Water-Rates,” giving those 
which prevail throughout the continent. Captain Michael’s 
paper on the ‘“ Heavy Gun Question” was again discussed; 
various announcements were made; a very handsome me- 
morial souvenir of the occasion, prepared specially for pre- 
sentation to the Society, and giving numerous and beautiful 
views around Buffalo. was distributed, and then the Society, 
on motion of Mr. J. J. R. Croes, and evidently with hearty 
good will, settled itself back with a laugh te listen for an- 
other (and the closing) hour to a second address by Mr. E. 
Cope Whitehouse on ‘‘ The Pyramids of Egypt.” The So- 
ciety’s enjoyment of the matter evidently arose from the 
fact that Mr. Latimer, of Cleveland, was present, whose 
well-known views as to the inspired origin of the Pyramids 
were expected to provoke an amusing discussion. 

Mr. Whitehouse’s address, however, was certainly of great 
and legitimate interest to any engineer, and gave evidence 
of intelligent thought and investigation. His theory of their 
origin, which he supported by many convincing facts, is 
that they were built from needles of rock which formerly ex- 
isted on the spot, and which had been left in the process of 
denudation by the river on the precise spots where the pyra- 
mids now stand. To go into further account of his theories 
would occupy too much space, but they were convincing to 
most of those present, including, in part, Mr. Latimer. 

The convention then. at 6 p.m., adjourned sine die. A 
reception to citizens of Buffalo, which had been tendered by 
the Society, was held in the evening as a closing festivity, 
at which an ‘‘elegant banquet” was served, the clever menu 
for which opened with 

“* COCKTAILS. 
‘** What was once to me mere matter of the fancy, now has grown 
The vast necessity of heart and life.’ 
—Tennyson.”’ 
and closed with 
‘** Punch— American Society of Civil Engineers. 
“* One sip of this ‘ 
Will bathe the drooping spirits in delight 
Beyond the bliss of dreams. Be wise and taste.’ 
—Comus.” 

It is to be feared that the citizens of Buffalo will derive 
the impresssion from the proceedings that punch and cock- 
tails more than business were the purpose of the convention , 
not that there was any undue conviviality—far from it— 
but there certainly was no undue attention.to business. 

The following (Saturday) morning the Eastern attendants 
to the convention returned to New York by the special train 
tendered by the New York, West Shore & Buffalo Railway, 
having the misfortune to be delayed something over five 
hours, however, by abad wreck caused by a broken axle on 
a freight train, which piled up 18 cars in a decidedly con- 
fused heap, which it took over seven hours to clear 
away so that trains could pass. This untoward 
accident was not so dismal an interruption to the 
trip as it might have been, since it afforded the 
members an opportunity to examine the stations and track of 
the West Shore with more care than would otherwise have 
been possible, and also to watch the process of clearing 
away the wreck. The only person injured was a_ brake- 
man, and he only through an instinctive (perhaps) devotion 


to duty which deserves to be commemorated. After the | P 


axle had broken and while one or more of the leading cars 
were off the track, he set the brakes of nine cars, and was 
engaged in setting brakes on the tenth car when it was de- 
railed and he was thrown over into the ditch, it is to be 
hoped without more serious injuries than appeared upon the 
surface. It is thecharacter which finds expression in such 
faithful discharge of duty as this which make a nation 
great and civilization possible. 

During the trip home the following dispatch from Mr. E. 
F. Winslow, President of the North River Construction 
Company, to Mr. Walter Katté, Chief Engineer, was re- 
ceived and passed around by orders of Secretary Bogart 
among the passengers; and we reproduce it as doing no 
more than justice to the admirable character of the engi- 
neering work upon the line which it is pleasant to see recog- 
nized and appreciated : 

** WALTER KatTrTe, Chief Engineer: I wish to congratulate 
the excursionists and wish them a pleasant trip home. 
hope your fellow civil engineers will appreciate the value 
and character of the work on the West Shore Railway, built 
under control and upon plansapproved and desired by 
yourself, to which you have given four years of your life. 
They are the kind of men to understand and appreciate such 
work, which shows for itself.” 








Master Mechanics’ Association. 





The convention of the Master Mechanics’ Association began 
at the Ocean Hotel at Long Branch, June 17, with a large 
attendance. The proceedings began with an address of wel- 
come by Rev. Dr. Tompkins, with an appropriate response. 

President Wells, in his opening remarks, referred to the 
fact that the membership was larger than it had ever been 
before, and that the finances were in a more than satisfac- 
tory condition. 

The question of steel tires was brought up by a report pre- 
sented by William Woodcock, of the New Jersey Central, 
and the discussion was participated in by H. N. Sprague, 
A. G. Eastman, J. H. Flynn, J. Davis Barnett, Charles 
Blackwell, and R. C. Blackall.’ The prevailing opinion was 
that the tires might be worn as thin as 114 in. with safety. 

A second discussion was started by H. N. Sprague as to the 
best method of pressing steel tires into position, and excited 
much diversity of sentiment. 

The Committee on Boiler Construction submitted a very 
interesting report, discussion on which was postponed. 

On the second day the time was partly occupied by a long 








discussion on the report of the committee on Boiler Con- 
struction. 

Reports were presented by the Committees on New Plans 
for Locomotives, on Smoke Stacks and — Arresters and 
on the Best Material for Locomotive Truck and Tender 
Truck Wheels. Discussions on ali these reports followed, 
and there were also discussions on several questions proposed 
by members. 

A fuller report of the convention has been delayed, and 
will be presented next week. 

ENTERTAINMENT. 


The following programme for the entertainment of the 
members of the Master Mechanics’ Association during the 
couvention was arrange and carried out: 

Tuesday Evening, June 17.—Promenade concert at Ocean 
Hotel, at 8 o’clock p. m. 

Wednesday, June 18.—Excursion by steamer, leaving 
Long Branch pier at 1 o’clock p, m. 

Wednesday ._Evening.—Collation at Long Brancb. 

Thursday, June 19.—Special train to Beach Haven (by 
the courtesy of the Philadelpbia & Reading Co.). Trains 
left Long Branch at 3 o’clock p. m. 

Thursday EKvéening.—Beach Haven. At this place the 
Association and their friends became the guests of Chas. T. 
Parry, Esq., who will entertain them at the Baldwin Hotel. 
Special train returned to Long Branch the next morning in 
time to meet all trains to all points the same day. 

Carriages were at the call of the members of the Con- 
vention and their friends at Ocean Hotel, from 10 o’clock 
Tuesday morning 17th, until Thursday noon, 19th June. 

The committees having the entertainments in charge are 
as follows : 

Reception Committee.—Hussey, Howe & Co. ; Otis Iron & 
Steel Co.; Manning, Maxwell & Moore; H. A. Rogers; L. G. 
Tillotson & Co.; Murphy & Co.; Detroit Steel & Spring 
Works; Standard Steel Works; Midvale Steel Works; Thos. 
Prosser & Son; Ramapo Wheel Works; Valentine & Co.; 
Clarence Brooks & Co. ; Allen Paper Car Wheel Co.; National 
Car Spring Co. ; Galena Oil Works; Signal Oil Works; Park 
Brothers & Co.; Wm. Jessup & Sons: F. W. Devoe & Co.; 
D. A. Hopkins; Manhattan Oil Co.; Nathan Manufacturing 
Co.; National Tube Works; American Tube Works Co.; 
Rogers Locomotive Works; Baldwin Locomotive Works; 
Cooke Locomotive Works; Pittsburgh Locomotive Works; 
Brooks Locomotive Works; Rhode Island Locomotive Works; 
Taunton Locomotive Works; Schenectady Locomotive 
Works; Grant Locomotive Works; Hinkley Locomotive Co. ; 
Mason Machine Works; George L. Dickson; Aaron French & 
Co.; Henry R. Worthington; Steam Gauge & Lantern Co. ; 
French Spiral Spring Co.; Jobn W. Masury & Son; W. R. 
Ellis; George R. Meneely & Co.; H. G. Ashton. 

Executive Committee.—Chas. T. Parry, Gen. E. 8. Greeley, 
H. G. Brooks, Chas. A. Moore, Franklin Murpby. 

Carriage Committee.—W. Brigham, John 8. Silver, W. 
W. Snow, George L. Dickson, John H. Harris. 

Committee on Music.—William Burnham, N. E. Chap- 
man, Thos. Prosser, Jr., J. K. Bole. 

Committee on Boat Excursion.—M. L. Hinmap, George 
Morris, W. Sibley, Fred. Rogers; Henry C. Valentine, Clar- 
ence Brooks, C. P. Choate. 

Committee on Special Train.—W. H. Bailey, William 
Woodcock, A. A. Dame, A. Pitkin, C. T. Ham, H. A. Little, 
James Lancey, W. F. Wagner. 

Committee on Beach Haven.—Charles T. Parry, Jobn 8. 
Cooke, C. A. Otis, Chas. G. Ellis, R. 8S. Hughes, L. G. Tillot- 
son, Chas. Miller, A. G. Darwin, D. A. Wightman, Wm. H. 
Fenner, Max Nathan, A. De Lano, W. W. Evans, Wm. 
Mason, Jr., P. I. Perrin, J. Seaver Page. 

The general officers of the Committee are: C. Roby, 
Chairman; John H. Belcher, Secretary; William Toothe 
Treasurer. 7 








The New York Railroad Commission on the Chitte- 
nango Collision. 


In Albany, N. Y., June 10, the full board being present, 
the following report was made on a coilision on the New 
York Central Hudson River Railroad at Chittenango 
station, on May 17th, 1884, when George Penley, engineer, 
was killed and F. Markhart and Charles Ainsworth were 
injured : 

About 4 o’clock on the morning of May 17, 1884, engine 
No. 209, used as freight train pusher east of Chittenango, 
went on track No. 3 to the water tank just west of the sta- 
tion for water. After watering, its usual course was to go 
to a cross-over switch just east of the station, and then to 
cress by said switch from track 3 to track 4, and thence to 
roc to its working position about two or three miles 
east of Chittenango to push freight trains up grade. 

William Holtz, the switch and signal tender at Chitte- 
nango, as was his duty, put up a red light upon the pole at 
the station as a signal to trains going west on No. 3, or go- 
ing east on track No. 4, to stop until the pusher engine 
should water, run east on track No. 3 to the cross-over 
switch, then cross to track No. 4, and thence start east upon 
the track designed for trains moving in that direction. 

After setting his red danger light at the station Holtz 
went to the cross-over switch in order to there do the switch- 
setting necessary to transfer the pusher engine from track 
No. 3 to track No. 4 on her return from the water tank. He 
set the switch at its junction with track No. 4; he then went 
and stood near the switch on track No. 3 with his white 
light lantern. About this time engine No. 131 with a 
freight train came frem the east, and in obedience to the 
danger signal on the pole stopped, the engine with the ten- 


[| der standing on the switch point of the cross-over switch 


from No. 3 to No. 4. About the same time and before the 
pusher engine had returned from the tank, engine No. 452 
with a freight train approached from the west It was 
heard to blow down brakes, and seemed to be preparing to 


stop. 

As No. 452 thus approached the station a passenger train 
came from the east on No. 2, and, seeing everything all 
right, the switch-tender gave a short swing with his white 
light, parallel with its direction, understoed upon this 
division of the road to be a signal to a ing train ‘‘to go 
ahead,” “all right.” Engine No. 452 did not stop as ob- 
servers supposed it would, but running at the rate of 10 or 
12 miles an hour came to the cross-over switch on No. 4, 
which, it will be remembered, Holtz had set for the use 
of the pusher, and there took the switch to No. 3, and it 
being but a few feet in length, almost instantly struck 
the tender of engine No. 131. George Penley, the engineer 
of No. 452, jumped between the engines and was killed, 
Frank Markhart, fireman, and Charles Ainsworth, brake- 
man; were more or less injured, and a very bad wreckage 
and destruction of cars and property followed. 

William Holtz, the switch-tender, ought not to have set 
the switch on track No. 4 for the pusher engine’s use in re- 
turning to that track until the engine had returned from 
the track and was in position to cross from track No.3. The 
evidence of Holtz emphasizes this conclusion. 

at When the pusher was there they (trains), were to wait 
until you got the pusher out ?” 

‘4, I suppose so, sometimes the pusher will wait and let 
him (the train) go ahead, and the pusher follow him; some- 
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times when they stop down below the pusher comes ahead 
of them.” 

“Q. Was that vour usual custom ?” 

“A, That is the way we done it; sometimes when the 
pusher goes away to the water-house and a train is just 
coming that way they let him go ahead.” 

**Q. What signal do you give them to go ahead ?” 

“A. I swiog my lamp over my bead until I see them 
answer me and go.” 

Since custom sometimes permitted the train to come ahead 
of the pusber from the west, certainly Holtz ought not to 
have set the switch as we have stated until the pusber was 
in position ready for it. The blame, however, is largely re- 
moved from him by the fact that he gave no signal to the 
train to come ahead, and he had a right to suppose that the 
red light on the pole at the station wvuld hold the train, at 
least until he should give the signal to come ahead. 

The engineer of No. 131 bound west cannot be held re- 
sponsible for the accident. He overran the switch on track 
No, 3. and would have been obliged to back his train in 
erder to let the pusher out, but still substantially the same 
collision would have occurred had he stopped anywhere 
witbin a short distance east of the switch point. 

George Penley, the engineer of No. 452, who was killed, 
blew down brakes, and then seems to have let them off and 
to have come ahead. The red light on the pole told him to 
stop; seeing the pusher at the tank he probably watched for 
the switchman’s signa] to come ahead of the pusber, as was 
sometimes done under the custom existing. When the 
switchman gave the short swing of his white light to the 
passenger traiv, as hereinbefore stated, it would seem as 
though Penley mistook it for the swing of the lantern over 
the head and therefore came on and followed the misplaced 
switch to the collision. 

The Board does not fiod very much in the circumstances 
to warrant it in severely blaming the employés concerned. 
So far as they were concerned they seem to have been at- 
tentively trying to do their duties under the printed rules, 
and under customs permitted and having the force of rules 
upon this division and to have mistaken signals used. 

The real responsibility of the accident belongs to the man- 
agement of the road. 

Prior to May, 1883, track No. 3 was used for east-bound 
freight-trains, and track No. 4 for those bound west. In 
accordance with good and safe.construction and to prevent 
just sucb accidents as this, all switches between the tracks 
were ‘‘trsiling’’ so that trains ran out of the heel of the 
switch instead of * facing points.” Trains could not get 
from one track to the other while going abead ; to do it they 
bad to back up. A misplaced switch might derail a train, 
but it could not be thereby run on to the other track and into 
the face of trains approaching thcreon. 

In May, 1883, the General Superintendent, with the 
approval of hissuperiors, changed the direction of the trains 
on these tracks without changing the cross-over tracks or 
switcbes. 

In its first annual report, P. 352, the Board used the 
following language as to this change upon the New York 
Centra). 

** It seenss to the Board, however, that the change of direc- 
tion in the movement of freight trains on the freight tracks 
of the main live is attended with great danger, until the 
switches are changed. When, as heretofore, on track 3 
freignt trains ran east, and on track 4 west, lately the direc- 
tions have been reversed. The switches between the tracks 
before the change were ‘trailing,’ that is to say, trains ran 
from the hee] of the switch rail toward the point, whereas 
now they run into the eye of switches, or ‘facing points,’ as 
itis termed. The change of direction was made to save the 
life of the rail, but the Board thinks a corresponding change 
in the switches should be made at the earliest moment prac- 
ticable to avoid the danger of a collision by freight trains 
getting on the wrong track. Running trains ‘facing points’ 
is regarded in England and elsewhere as a dangerous prac- 
tice.” 

This serious accident seems to be the result of running 
trains ‘facing points.” This was not only done from May, 
1883, until Ja.uary, 1884, but since that time has been 
continued to some extent in the faca of the protest made 
and warning given by this Board, as stated. The General 
Superintendent insists that the change in the direction of 
trains was not made to *‘ save the life of the rail,” as stated 
by the Board. ‘be Board made the statement upon author- 
icy of those prominent on the road. The Genera! Superin- 
tendent may be conceded to be right; he states good rea- 
sons for changing the direction of the trains outside of the 
economic one stated by the Board. Those reasons are 
these: Two accidents nearly occurred by reason of the pas- 
senger trains on track No. 2 and the freight trains on track 
No. 3 runving in opposite directions, because a brakeman, 
in case of an accident to a train on either track, did not 
have time to flag in both directions. In order to remedy 
this, and to enable a single brakeman to protect the rear 
of trains on both tracks the change was made. Conveni- 
ence in cleaning svow is also urged as a reason, but there is 
not much in this as it appears to the Board. For 
the first reason stated, the change in direction may, 
without doubt, be claimed to be a wise one in the 
interest of safety. It will be observed that it is not the 
change in the direction of trains that it is condemned by the 
Board in its annual report, but that such change was not 
sooner and more vigorously followed by a corresponding 
change in all cross-uver switch tracks and switches. The 
General Superintendent testifies that the order to change 
the direction of the trains was accompanied by an order to 
change these cross-over tracks as fast as possible, so as to 
make their switches trailing. Healso estimates that there 
were between 300 and 400 of these cross-»ver tracks between 
Albany and Buffalo ; that $8,000 to $10,000 expended in 
the employment of additional tragk bands aud in providing 
necessary material would have accomplished the work dur- 
ing the summer of 1883. No permission to make this ex- 
penditure was given, but the labor was to be done by 
the regular track foree in addition to its other du- 
ties. The track force did not have time to do this work in 
addition to the regular work, except in so slow a 
way as to leave many uucbanged at the end of a year 
from the giving of the order; and new material was not 
furnished at all at the plice of this accident, and at some 


other places, prior to the date of this occurrence. Thus it | q 


will be ssen bow a false and excessive economy in the man- 
agement forced the superintendents and employés to run 
trains rapidly, and in guick succession, in the face of 
unnecessary danger menacing them and the public at many 
places on the line. It will not do in such a case and is not 
right, though a common practice, to attempt to load the 
entire responsibility upon employés. Railroad service 
requires, under all cirenmstances, that extreme vigilance 
and faithful care which is generally found among r&ilroad 
employés. Anemployé should be held to bis duty, but he 
should not be held solely accountable if au accident occurs 
at a place where the road, to save expense, insists on per- 
mitting the long-continued use of an unusual and unneces- 
sarily dangerous construction, which aids in bringing about 
the casualty, and which makes safety depend upon extreme 
human vigilance. 

The Board cannot in this case do otherwise than severely 
coniemn the New York Central & Hudson River Railroad 
and its management for not having accompanied, or at least 


having vigorously followed the change in the direction of 
trains on tracks Nos. 3 and 4 with a corresponding change 
in all of its cross-over tracks and switches between these 
tracks. Had the road so done this accident could not have 
occurred from this misplaced switch. By the Board, 
WiiuiaM C. Hupson, Secretary. 








A Bureau of Accidents. 


The Chicago, St. Louis & Pittsburgh Co., under direction 
of Manager McCrea, has established a Bureau of Acci- 
dents. The duty of this board will be to keep a record of 
every accident taking place on the road. All testimony of 
trainmen or eye-witnesses other than trainmen will be 
taken and filed away with the report of the accidents. This 
is done with two objects, one to preserve a record for the 
information of officers of the company, and the other to 
protect the interests of the a as frequently suits 
are brought for damages a considerable time after an acci- 
dent occurs, and in such cases the records of this bu- 
reau wil] be valuable as evidence if admitted by the 
court, big at any rate as indicating where testimony can be 
secured, 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette : 





Page, Page 
Atchison, Top. & Santa Fe. .64, 319 Mississippi & Te nnessee........ 
Baltimore & Potomac .. ......445 Missouri, Kansas & Texas..... 337 
Roston, Concord & Montreal..411 Missouri Pacific..... see. 28, 336 
Camden & Atlantic............. 195 Montpelier & Wells River .....445 
Carolina Central..............- 393 New Haven & Northampton. ...147 
Central Pacific........ ......++. 337 N.Y, Chicago & St. Louis.....3 
Charlotte, Col. & Augusta. -232 N. Y., e Erie & Western 231 
Chartiers........0.-scccce. 410 N. Y., N. Haven & Hartford.... 27 
Chesapeake & Obio....... ..874 N. Y., Ontario & Western...... 106 
Chesapeake & Ohio Canal...... 445 N. Y., Pepnsylvania & QOhio....129 


Chicago & Alton................ 146 N. Y., Susquehanna & West... 147 
Chi.,Burlington & Quincy..259,318 Norfolk & Western.............. 260 
Chi., Milwaukee & St. Paul..87, 241 Northern Central....... .. .... 165 
Chi., Rock Island & Pacific... 445 North»rn (New Hampshire)... 411 
Chi, St. Louis & Pittsburgh...293 Pennsylvania & New York... mt 





























Chi, St. Paul, Minn. & Omaha..375 Pennsylvania Railroad......... 1 
Cin. & Muskingum Valley ..... BID POTIEIIOR. . 00 ccccc-c-cvcccvocces 7 
Cin., New Orleans & Tex. Pa..164 Petersburg........... ....s0.+s+- 47 

Philadelphia & Reading.... 27, 64 

Philadelphia, Wil. & Balt... ... 196 
Cleveland & Pittsburgh......... Pi'tsburgh & Castle Shannon..164 
Columbia & Greenville «-. 87 ttsburgh, Cin. & St. Louis ..410 
Columbus, Hocking Vy. & Tol 202 tisburgh & Lake Erie......... 47 











CORD in ays’ be ctccscce saecnns'e 392 tisburgh, cK & Yough 
Connecticut River..... oo Pittsburgh, Wheeling & 
Consolidation Coal Co Portiand & Ogdensburg. 
Cumberland Valley...... Portland & R« chester ... 
Dela. & Hud. Can A Providence & Worcester . 
Delaware, Lacka. & We Richmond & Danville.... ...... 
Denver & i io Grande...... .. 296 Rochester & a paptbab ae 241 
Eastern R R. Association.....351 Rome, Watert. & Ogdensburg .427 
ae & Big eempnhegy st. L, Iron Mountain & So....337 
‘ite .. 47 § 

















EEE sncsccocessespeye St. L & Sen Francisco..... 207 
Grand Trunk ..858 St. Louis, Vandalia & T. H. 106 
Han. Junc., Han. & Gettysb’g..427 St. Paul & Duluth 147 
Hartford & Conn. Western.....165 Sandy River.......... geoule 
Bowanbomte ....2rscccssess cccces 196 Savannah, Florida & Western.336 
Houston & Texas Central..... 1 Seaboard & Roanoke 493 







sgecoeeun , & 

Huntingdon & Broad Top Mt..107 Shenango & Allegheny 
illinois Central............. 164, 202 South Cearolina.... 
International & Gt. Northern.337 Texas & Pacific... 
Kentucky Ceutral.............. 279 

Knox & Lincoln.......... vee bsee 87 Union Pacific............... 195, 202 
Lake Shore & Mich. Southern. .358 87 
Lehigh Coal and Navigation Co.147 Wabash, St. L 
Lehigh Valley....... .....++ 47,139 Western Maryland 





FR) ere BED WER BONNET oo. cnnse--rcccopcesee 87 
Marquette. Houghton & Ont...393 West Va. Central & Pittsburgh. <6 
Mexican Central...............- Wilmington, Col. & Augusta.... 8 
Michigan Central........ ...... 359 Wilmington & Weldon.......... 9 


Milwaukee, Lake Sh. & West: 279 Yor« & Peachbottom...... ... 41i 
Toledo, Ann Arbor & Grand Trunk. 


This company owns a line from Toledo, O., to South Lyons, 
— 61 miles. Its report is for the year ending Dec. 31 
ast. 

The general account is as follows : 


OOO 6 6nin a pint sa tiecindncags Saistnes cuss dthabbiwescbbeisace $1.900.000.00 











Ee er 1,260,000 .00 
Due J. M. Ashley, President, for rolling stock, ete... 150,800.47 
Accounts and balances payable.............. 0.0005 73,929.85 
Income account, surplus .....%..........ceeceeeseees 21,906.45 
EE codons sbbe daectan’, 3) enbetiea a emese $3,406,636 .87 
Road and equipment.... ...... ....... $3,318,298 .33 
Fuel and supplies.... ... ..........0. 2,694.97 
Accounts aud balances receivable. .... 48,521.33 
CIP FEET. 2 SITS 1 SE) ES IS 26,122.24 
—— 3,406,636 .87 


The funded debt consists of one issue, first-mortgage, 6 
per cent., 40-year bonds. There was no change in stock or 
bonds during the year. 

The traffic for the year was as follows: 


1883. 1882. Inc.or Dec. P.c. 
Train miles, passenger... 73.417 77,692 D. 2.275 2.9 
= ee freight..... 75,888 59,655 I- 16,233 27.1 
Passengers carried... ... 57,490 57.526 D. 36 «(0.1 
Passenger-miles.......... 1,°53,902 1,215,073 I. 340,829 28.1 
Tons freight carried...... 218,539 156,234 IL. 62,305 39.9 
aes. 9,634,937 7,361,227 I. 2,273,710 30.9 
Av. train-load: 
Passengers, No........... 21 16 I. 5 31.3 
Freight, tons.. . ......... 127 123 «iL 4 3.3 


Tbe increase in tonnage was entirely in local freights, 
chiefly in coal, iron and flour. The coal carried last year 
was 121,298 tons, an increase of 52,944 tons, or 77.5 per 
cent. Through business last year furnished 53.6 per cent. 
of the ton-miles, against 70.8 per cent. in 1882. 

The earnings for the year were as follows. 


1883. 1882. 








Increase. P. c. 
NE cine cundusscanacess $117,865  $96.667 $21,198 21.9 
DE: dtscnencue one 37,492 35,244 2,248 6.4 
Mail and express ....,.. 5,257 4,602 655 14.2 
Rents, C66... ...cccccee. 49,453 41,719 7,704 18.4 
Total. . ......0¢ .++++00-$210,087 $178,232 $31,835 17.9 
| er eee erry Tree 120,686 99,159 21,537 24.7 
Net earnings........,... $89,371 $79,073 $10298 130 
Gross earnings per mile .. 3,444 2,922 2 17.9 
Net ™ - ‘ 1,465 1.296 169 13.0 
Per cent. of expenses.... 57.46 55.63 1.83 R 


The increase’in expenses was chiefly in maintenance of 
way, and was due largely to repairs of damage done by 
oods, 


The income account is as follows : 


Net earnings for the year........ . 0.0.20. secccsecces $89,370.79 
Interest on first-mortgage bonds......... ..........0005 75,600.00 


Balance, surplus for the year........ ........ .-.- . -+-$13,770.79 
Balance froui 1682... 0.2... 200s csee ceclvec sce covesesece 135. 


Balance, Jan. 1, 1884......... . ....... ‘ 


The report says that the operating expenses were increased 
by the damage caused by the February floods, including 
the total destruction of the trestle work along the Maumee 
River, and the consequent suspension of all business. They 
were also increased by the long and unusually bard winter. 
The low ratio of expenses is owing in part to the large pro- 
portion of earnings received from other companies who use 
portions of this road with their own motive power. In re- 
pairivg tbe road after the flood in Toledo the road-bed along 





the bank of the river was raised and otherwise improved by 
the use of stone to protect the earth-work from washing. 


The result was that this part of the road entirely escaped 
damage from the flood of February, 1884. Repairs and re- 
newals of the track generally have been liberally made. 
Five miles of track between Toledo and Alexis have been 
relaid with 67-Ib. steel rails, and steel rails will this year be 
laid from Alexis to Dundee, 17 miles. It is the intention of 
the board to put the r-.ad in as good condition as possible, 

Property was purchased in Toledo with a view of making 
additions to the transfer grounds at the junction of the 
Wheeling & Lake Erie road and securing a larger dock 
frontage on the Maumee River and also for building an 
engine-house and machine shops. The improvement of this 
property will he commenced during the current year. The 
terminal facilities at Toledo will probably be improved dur- 
ing this year, also by the building of a grain elevator of 
500,000 bushels capacity by an independent company. The 
early completion of the Toledo Belt road will give this road 
new connections of great value and will enable it to ex- 
change business with all the lines entering that city. 

The Grand Trunk extension to South Lyons was com- 
pleted in the fall, but very little business was exchanged 
with this road last year. The Pontiac, Oxford & Port Aus- 
tin road has been completed and a considerable traffic is ex- 
pected from this line. A lease of the use of the tracks and 
stations of this road between Toledo and Dundee, 22 miles, 
to the Michigan & Ohio Co. has been completed on terms ad- 
vantageous to the company. Several new lines are pro- 
jected in Michigan which will make connection with this 
road, and it is thought that two of them will be partly con- 
structed during the present year. 

The building of the Toledo, Ann Arbor & North Michigan 
road from South Lyons is being pushed, and the division 
between Owosso and St. Louis is nearly finished. This road 
will extend into the lumber regions of Northern Michigan, 
and will. when completed, control a Jarge lumber business. 
Terms of consolidation of this company and the Toledo, Ann 
Arbor & North Michigan road have been agreed upon, but 
not formally approved. It has been determined to postpone 
the settlement of the question until the North Michigan 
road is finished to St. Louis, after which the proposition for 
ane will be submitted to the vote of the stock- 

olders. 





Little Rock & Fort Smith. 


This company owns a line from Little Rock, Ark., to Fort 
Smith, 165 miles, with 3 miles of branches, making 168 
miles in all. The report is for the year ending December 31. 

The equipment consists of 13 locomotives; 10 passenger, 
1 combination and 3 baggage cars; 158 box, 20 stock, 173 





be flat and 6 caboose cars; 1 tool car. One locomotive, one 


stock and two flat cars were added last year. 
The balance sheet is as follows, condensed: 





Stock (amount authorized, $5,000,000) issued....... $4.505,308.58 
eer Pee yee 2,454.167.56 
Notes issued and to be issued for coupons........... 627 .332.50 
Notes. accounts and balances payable.. ............ 41,309.32 
Income account, balance............. sescsceess vee 723,799.73 
i riaintnn ins 00: note bwiedsmnins /pngneen —e $8,362,017.79 
Cost of property. . .........26.. 6 «+--$7,615,479.10 
BMINT ALG s Saeddbeee 25 od. dcnee 532,835.42 
Arkansas state aid bends ....... .... 119,011 82 
Little Rock Junction road.... ... ..... 36,200.77 
Overating Dept. assets, less liabilities . 10,451 51 
Accounts and balances................+ 31.672.61 
TT a ey TR Se) ere re 16.347 56 
ae 8,362,017.79 


The funded debt consists of $2,453,500 first-mortgage 
bonds and $667.56 scrip, a reduction during the year of 
$23.000 bonds and $19.45 scrip. The company holds 
$168,000 bonds in the treasury. The issue of bonds was 
$3,000,000, of which $378,500 had been canceled from Jand 
sales up to the close of the vear. 

The earnings for the year were as below: 





1884. 1883. Inc. or Dec, P.c. 

Freight ........... $308,380 $323,712 D. $15,232 4.7 
Passage... ........ 194342 174,964 L 19.378 11.1 
Mail, express, etc.. 70,770 40.458 I. 30.312 748 
Datel. soc cesecs $573,492 $539,134 L $34,258 6.4 
Expenses.......... 335,20] 30) ,940 4 33,261 11.4 
Net earnings.. $238,265: $237.194 I. $1,097 0.4 
Grossearn.permile 4,414 3,209 1. 205 6.4 
Net 8 Wn 1,418° 1,412 D. 6 0.4 
Per cent of exps... 58.45 56.01 lL. BOG wttce 


The increase in expenses was nearly equal to that in gross 
earnings, leaving only a trifling gain in net earnings. 
The income account is as follows : 





Net earnings for the year.........-.--. 6.0 eeeeeeeee $238,291.34 

Land ankles 00d beret ...02000000 ccccseccess ccccccce 136,748.09 

OEE nn caca-nenenes pu 80+ anes apes ss se seeee- $375,039.44 
interest on bonds and scrip.. . ++. $208,138.30 
Interest, insurance, etc............. «+++. 12,275.83 
Land Department, etc...... ...-.----++++ 55,708.47 
Legal @xpemses.... .....0.scecreccsecsees 30,974.90 

—— 307,098.00 

die tabodsnes Miteid Ghsbeceibe ‘site eb $67,941.43 


. 656,058.30 
Balance of income account, Jan. 1, 1884.... .... $723,999.73 


The Land Department reports sales of 40,676 acres for 
$143,688, an average of $3.53 per acre, The number of 
purchasers was 692, the average sale being 58.78 acres to 
each buyer. At the close of the year the company held 
663,488 acres unsold land and land notes the principal of 
which amounted to $532,835, The total sales to the close of 
1883 were 355,118 acres. 

The report says: ‘‘ During the year there bas been organ- 
ized, under the laws of Arkansas, the Little Rock Junction 
Railway, for the purpose of building a bridge and a railroad 
across the Arkansas River, to connect our road with the 
Little Rock, Mississippi River & Texas Railway. Contracts 
bave been made for the building of the same, and work is 
already commenced. It is expected the bridge will be com- 
pleted by September of this year. 

“* Contracts bave been made with the two roads for the 
exclusive use of the bridge for the term of 30 years. 

“The interests of the two roads are so intimately related 
that it has been deemed wise to put them under one general 
management, so far as the operating of the same is con- 
cerned, thereby securing not only greater economy but the 
ability to control a larger business. Accordingly Mr. Henry 
Wood, formerly of the Denver & Rio Grande road, was 


66 | appointed last October as General Manager, to conduct the 


operating departments of both roads, with bis headquarters 
at Little Rock. 

“Except in this particular the two companies are kept 
entirely distinct in every respect, cach company keeping 
their separate accounts. We have reason to believe the 
change will result as was anticipated. 

“The condition of the property has been kept good, but it 
will be our aim to improve it, by a gradual introduction of 
steel rails and iron bridges, as rapidly as renewals shall be 
required. ‘ 

“The financial condition of the company, as given by the 





Treasurer in his report, shows a small floating debt ; this 
has since been paid.” 

















Published Every Friday. 


EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for ses under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements. — We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
unns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE CIVIL ENGINEERS’ CONVENTION. 


The conventions of the American Society of Civil 
Engineers are far less business-like than those of the 
various technical and other railroad organizations, and 
even in intention are far less devoted to business. But 
it is not fairiy to be compared with those organizations. 
They have no meetings but their annual conventions, 
and do substantially all their work as associations -at 
those conventions. The Society of Civil Engineers 
has a great many meetings through the year, at which 
papers are read and discussed, publishes papers 
monthly in its Transactions, and does much of its busi- 
ness at these meetings, so that its annuul convention 
is needed for social purposes probably more 
than for anything else. The Society is not a 
homogeneous body devoted to a single specialty, in 
the details of which all are alike interested. On the 
contrary, civil engineering now covers so broad a field 
that the subject is rare which is sufficiently common 
to all its branches to make a paper on it of interest to 
more than a minority of its members. But all the 
more, if technical papers are to be read at all, there is 
need of some organization and some classification of 
its proceedings, so that those who are interested in 
particular branches may attend the reading of papers 
and discussions on that branch without being obliged 
to sit through the readings of a variety of papers in 
which they have little if any interest. At the late 
convention such organization was conspicuous by its 
absence, and whether for that or some other reason it 
is hardly too harsh to say that the technical side of the 
convention was a mere farce; so much so that it was 
made the subject of comment in the local press and 
among the citizens of Buffalo. 

This is not as it should be and must tend to injure 
the prestige of the Society. To be sure. the real bene- 
fit of such conventions is by no means confined to its 
public proceedings, nor are they the leading motive 
which induces members to attend. The pleasure of 
meeting once a year men of kindred pursuits from all 
parts of the country, who otherwise would not often if 
ever come together, is a great one and beyond doubt of 
great professional profit. The mere getting away from 
business for what will be for many the only vacation 
of the year is in itself no small advantage and goes far 
to justify the holding of the conventions. But never- 
theless the purely technical purposes of the convention 
should not be so wholly lost sight of, nor need they be. 
Especially now that the conventions have growu so 
large (226 members having been in attendance, in ad- 
dition to nearly 100 ladies and guests) there should be 
no difficulty in gathering together an interested 
audience of 40 or 50 at least for the reading of 
papers on any given branch of engineering. As a 
matter of fact at the late convention but few papers 
were actually read in full and inte'ligently dis- 
cussed. The first morning’s proceedings were fully 
attended. The afternoon meeting, which included 
the business meeting, was merely a substitute for an 








excursion to various works near the city which had: 





to be postponed on account of rain. At this impro- 
vised session the only business meeting was held. 
Therefore the one meeting in which all the members 
were jointly interested, and which afforded the only 
opportunity for non-resident members to take part in 
discussions of the policy and management of the 
Society, was held without previous notice and with a 
slim attendance. Considering also that the business 
meeting was only called to order at 5:30 p.m. it is not 
surprising that little was done. 

The two following days were entirely given up to 
sight-seeing, one day at Suspension Bridge and Niagara 
Falls, half a day on an excursion down the river, and 
half a day to the postponed trip around the city. The 
closing day was given up to a morning and afternoon 
session for the reading of papers, but it is not too 
much to say that discussion and even the full reading 
of papers was largely choked off by something very 
like the *‘ previous question” in Congress.. At least 
one-fourth of both the morning and afternoon sessions 
were given up to extemporaneous addresses by Mr. R. 
Cope Whitehouse, an American traveler, with a fluent 
and interesting gift of talking, and with something to 
say which under other circumstances it might have 
been wise and proper to listen to, but which was not 
included in the programme and which it would hardly 
have seemed expedient to interrupt the regular pro- 
ceedings with, had much importance been attached to 
the latter. 

The remedy for these difficulties would seem to be 
two. Either the Society should be divided into ¢sec- 
tions, so that the reading of papers on two or more 
branches of engineering might be proceeding at the 
same time to those who were specially interested in 
each branch, or, what would perhaps answer the same 
purpose more effectually, the proceedings themselves 
should be divided into sections, so that each of the 
various sessions might be devoted more particularly to 
certain special departments. This would enable those 
who are simply bored by the reading of papers on sub- 
jects in which they have no great interest to have a 
little time to themselves to be used in sight-seeing or 
otherwise, as they saw fit. As it was, every available 
hour of every day of the convention was tilled up with 
some special programme which members did not wish 
wholly to neglect, so that many of them failed to find 
time even for a drive around the city. 

Such a subdivision of the proceedings would require, 
of course, that most of the papers to be read should 
be known some time in advance, and that advance 
proofs of the papers should in general be sent. out to 
members interested, before the convention, for the 
preparation of discussions; but the self-interest of 
members would lead them to exert themselves in this 
direction, itis probable, if the effort were made, and 
the interest of the proceedings wovld certainly be 
greatly enhanced. 

Nevertheless, it is not intended in these suggestions 
to seem over-critical nor to imply that the convention 
was in any respect a failure. Far from .it. 
The attendance was far larger than at any 
previous convention, 226 against 150 last year, 
with more than double the number of ladies 
and visitors ; the reception in Buffalo was in every 
way cordial and gratifying, and the personal meetings 
and discussions—which must always remain one of 
the best excuses for such gatherings—were in no way 
interfered with by the imperfections of the formal 
proceedings. The weather was inthe main good, and 
there were probably few in attendance who will not 
wish to attend the next convention if in their power. 
But the management of the public meetings should be 
improved or the reading of papers abandoned alto- 
gether, and it should be made possible for questions of 
organization and general policy to be fully and frankly 





NEW YORK GRAIN RECEIPTS. 


The receipts of grain and flour at New York in May 
were exceptionally light—the smallest since 1877, 
when almost all traffic was phenomenally dull. For 


eight years the rail receipts in May have been : 

Year. Bushels. | Year. Bushels. 
ROUT ids ss vi siciinaws. ORE OORD BORD G Lays be .'95'52. 88 Ve 8,306,291 
BU Resssc scsaancs 5,367,746 | 1882...... soe ecce oe eM, 526,801 
II ie ipso scary nes . 7,471,529 | 1883.............066 +. 5,463,463 
BED. asian sieese 525: sick OMG NAMM cae nai, 20 559 omcng eee Gat: 


The whole seaboard receipts have been small for the 
past two or three years, as we have shown, and the 
New York railroads have not had an especially small 
share of the business this year. As, however, there 
are two more roads carrying to New York than there 
were before last year, and as last May they were car- 
rying at an extremely and unprofitably low rate, 
it might have been expected that they would have a 
larger share than usual, by diverting shipments from 
the canal, which, as we show elsewhere, they have 
not done, and they carried less than in those months of 
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the year when their rates were higher, the rail and 
water receipts at New York in successive months of 
the year having been : 


January. February. March. April. May. 
ae 5,760.071 4.132.035 6,000,083 7,040,578 4,376.181 
Water.... 211.558 248,035 278,797 240,187 3,435,612 
Total.... 5,971,6:9 4,380,070 6,278,880 7,280,765 7,921,793 


The 15-cent rate had a great effecton shipments in 
Aprfi, but it seems to have had absolutely no effect in 
May. when the canal was opened, as what the canal ob- 
tained wastaken mo:-tly from the railroads, which car- 
ried 38 per cent. less in April, while last year, with a 25- 
cent rate and the canal open the same as this year, the 
rail receipts were larger in May than in April. 

Since the rail rate was reduced to 15 cents the per- 
centage of receipts by the several roads has changed 
materially. In the first three months of the year 55.4 
of the rail receipts were brought to New York by the 
New York Central and only 20.2 by the Erie. In 
April the New York Central’s share was but 33.8 and 
in May 39.5 per cent. of the whole, the Erie’s 37.8 and 
33.7 percent. The figures are: 


—Jan., Feb. and Marcb.— --April and May.— 





Bushels. P. c. Bushels. ce. 

N. Y. Cen .. .8,808.275 55.4 4,105,170 36.0 
BRIG vin ns6.0'0:0.00:00:6: aeeen 20.2 4,132,723 36.2 
Ps oct 1,741,873 11.0 1.727,271 15.1 
Lacka... .. .....1,180,419 7.4 808,690 7.2 
Other roads...... 947.841 60 642,905 5.6 
Total ...... ..15,892,189 100.0 11,416,759 100.0 


Which, being interpreted, means that when the traffic 
was heavy and was worth something, the New York 
Central took the most of it, but when it became worth- 
less the Erie took the lead, and a greatly increased pro- 
portion arrived by itand the Pennsylvania. As the re- 
ceipts by the unspecified ‘‘other roads” were but 
trifling in previous years, we may assume that this 
year they were nearly all by the new West Shore rail- 
road. The low ratesseem not to have discouraged it 
much, for these ‘‘other roads” carried nearly 
as large a proportion in April and May as in the 
previous months. But the course of receipts by the 
Lackawanna has been peculiar. In the first three 
months of the year it brought 7.4 per cent of the New 
York rail receipts; in April, when first the low rates 
had their effect, and when receipts were large, it 
brought 9.1 per cent.; but in May, under the same 
tariff,butin competition with the canal, it brought but 
3.8 per cent. of the very small rail receipts—only 
167,446 bushels, which is not a good day’s business for 
the canal. We may infer from this either that the 
Lackawanna at first welcomed business at the low 
rates, but after trying it did not like it and discour- 
aged it, or that it was less able to compete with the 
canal than the other roads. 

The percentages arriving by the different roads in 
May this year and last were: 


May N. Y.Cen. Erie. Penn. Lack. Other. 
BE ses once 39.5 33.7 16.1 3.8 69 
eee 41.8 29.0 17.4 10.9 0.9 


The larger part of the difference is due to the West 
Shore, which probably carried 6 per cent. of the whole 
this year, and seems to have taken it chiefly from the 
Lackawanna, the Erie’s gain of 4.7 per cent. beng 
offset nearly by the loss of 2.38 by the New York Cen- 
tral and 1.3 by the Pennsylvania. 

Lake navigation having been open in May the new 
roads, whose rail connections are imperfect as yet, had 
opportunity to secure grain shipments which they did 
not have in previous months. The Lackawanna espe- 
cially, which makes large shipments of coal to the 
West, could have, it would seem, secured a great deal 
of grain if it had been willing to accept it at current 
rates. Actually it carried less than in any other 
month since August, and little more than a fourth of 
what it carried in April. 

For the five months ending with May the receipts at 
New York by the different railroads, and by water, 
have been, for the last two years: 














—P. ec. of rail— 

—-——— -Bushels.-——_ —— receipts. 
1884. 1883. 1884. 1883. 
Ti, Os GS o4ec0ns shen 12,913,445 16,738,360 47.3 46.3 
Co Serer err 7,346,504 11,499,316 269 31.8 
3 errr rrr «ot | 5,245,105 12.7 14.5 
ee SOE Eee eee -. 1,9.9,109 2,360,842 7.3 65 
Other roads... ....... 1,590,746 329,772 4.8 0.9 
§ peer .. 27,308,948 36,183,395 100.0 100.0 
—P.c. of all 

receipts. 

Coastwise...... ....... 1,168,656 1,684,172 3.7 . 
Canal...... Sets ckecce Gee 3,791,710 10.5 9.1 
DOES Sikes ieee owt 31,833,137 41,659,277 


The total receipts were nearly 10 millions (22.6 per 
cent.) less this year than last, and nine-tenths of the de- 
crease was in the rail receipts, which were 86 per cent. 
of the whole this year, against 87 per cent. last year. 
Takin§ the five months together the variations in the 
percentages carried by the different railroads are not 
nearly so great as we have shown above for different 
months and periods, the Erie showing a considerable 
loss, about equal to the gain by ‘‘ otber roads” which 
we ascribe to the new West Shore. Perhaps as notice- 
able as anything is the very small share of the rail grain 
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which the two new roads bring, though they are both 
roads to Buffalo, where the lakes give them access 
to the chief markets. Together they have 13.1 per 
cent. of it this year, not half as much as the Erie and 
not one-third as much as the New York Central. It 
cannot be expected that these new lines will long be 
content with so smalla part of this traffic, unless it 
remains permanently unprofitable. As rates have 
been this year there has been no motive for competing 
for it, but they will not always be so low, and the new 
roads must be expected in course of time to increase 
largely their share of this traffic. 








NEW RAILROAD LEGISLATION IN ENGLAND. 


A bill has recently been introduced into Parliament 
making important changes in the powers of the English 
Railway Commission. It is by no means certain to 
pass at this season ; but whether it passes or not, it 
foreshadows the course which English railroad legisla- 
tion is likely to take in the immediate future. Itis no 
mere haphazard proposal, like so many of the bills 
brought before Congress. It is officially introduced by 
Mr. Chamberlain, President of the Board of Trade, and 
is based upon the report of a strong Parliamentary 
Committee which had spent two years in studying 
the questions at issue. It may be taken as expressing 
the deliberate views of a number of leading English- 
men of both parties. 

Itis now eleven years since the English Railway 
Commission was established. It was a new piece of 
machinery for carrying out an old law. The act of 
1854 defined the relations between the railroads and 
the public. But it had remained to a great extent a 
dead letter. Cases constantly arose under it of which 
the courts would not and could not take cognizance. 
Othersinvolved great delay and expense to the com- 
plainants; so great as to deter men from having 
recourse to the courts when the law was plainly on 
their side. To meet thes2 difficulties the Railway 
Commission was established. -It was intended to 
enforce those parts of the act of 1854 which the courts 
could not enforce, and to secure quick and compara- 
tively cheap relief to those who could not afford the 
expense of a Jong lawsuit. 

It was avowedly an experiment—originally estab- 
lished for five years, renewed only for still shorter 
periods. It is neither a complete success nora decided 
failure. Its best work is its indirect work. The fact 
that sucha tribunal is there prevents a great many 
disputes from arising, and acts as a check upon arbi- 
trary power. But the evidence before the committee 
of 1881-82 showed that its direct results left much to be 
desired. It was only empowered to deal with cases 
under the act of 1854, so that it often suffered for 
want of jurisdiction. 
of mandamus. 1t could not prevent appeals from 
being taken to a superior court, so that if the rail- 
road companies chose to contest the case it cost the 
complainant about as much time and money under 
the new system as under the old. The Commission 
suffered because its powers were so ill-defined. Some 
of these difficulties it is now proposed to remove. 
The effect of Mr. Chamberlain’s bill, if adopted, would 
be to bting the powers of the Commissioners much 
nearer to those of an ordinary court of law. It gives 
them jurisdiction under the special railroad acts as 
well as under the general act of 1854. It enables them 
to enforce their authority like any other court. For 
the roundabout modes of procedure hitherto in use it 
substitutes an explicit right of appeal under some 
restrictions which are perhaps more apparent than 
real. Appeal is granted only in those cases where it 
shall be specially admitted either by the commission- 
ers themselves or by a court of appeal. Of course the 
jast exception makes the whole restriction amount to 
very little, though the railroad companies object strenu- 
ously that their right to appeal is too much restricted. 

It is proposed to make the Com mission permanent. 
No further change is to be made in its constitution. 
Many of the railroad men would have preferred a 
Commission composed entirely of lawyers, but the 
parliamentary committee considered this as out of 
the question. Provisionis made by Mr. Chamberlain’s 
bill for the occasional employment of technical assist- 
ance (assessors) in cases where it may be demanded. 

The matter of direct control over rates is not set- 
tled by the proposed bill, and remains pretty much 
where it was before. Onone point there is a curious 
compromise. The state has always exercised a cer- 
tain control over the mileage rates of the English 
railroads, but the roads have claimed the right to 
make an arbitrary terminal charge—not merely the 
‘‘handling terminals,” for loading and unloading, 
but the “station terminals,” for use of sidings, ex- 
pense of signal men, interest on station buildings, 


It could not enforce decrees; 


| 





have claimed the right to charge what they pleased. 
The Commissioners have, in a very recent decision, 
denied their right to make any charge at all, holding 
that the legal mileage rates were intended to cover 
everything but ‘‘ handling terminals.” The present 
bill proposes that reasonable station terminals be 
granted to those roads (and only those) which submit 
a revised classification of goods under which their 
mileage rates may be regulated. 

These are but a few among many provisions; but 
they are the only ones affecting the Railway Commis- 
sion which are likely to be contested. At present 
they seem to exasperate both parties. This is because 
they parcel off a piece of disputed ground where each 
party formerly claimed the whole. The railroad men 
held that there was really no occasion for the Com- 
missioners; the shippers held that they ought to be 
allowed to settle pretty much everything. Therefore 
the railroad men are dissatisfied to see the Commission 
made permanent and given independent power ; while 
the shippers are dissatisfied to see that power limited 
by the right of appeal, or the allowance of station 
terminals. 

There can be no doubt that the bill offers some great 
advantages. It settles many points which have 
hitherto been at loose ends. It substitutes definite 
and efficient powers for vague ones. The one serious 
danger is that it may lead toadetermined attempt on 
the part of the Commissioners to base rates upon cost 
of service instead of value of service. They have tried 
to do so in many cases which have come before them 
in the past. There is some reason to fear that they 
may, with their increased pewers, pursue the same 
policy on a larger scale in the future. 








The meeting of the Joint Executive Committee last 
week was the first since Jan. 10. There was some 
important business transacted besides the agreement 
to advance rates on the 24th inst. and the 21st prox. The 
east-bound traffic which is most affected by prices, 
foreign demand and competition, etc., consists chiefly 
of grain , flour and provisions, and of these grain very 
largely and flour to some extent are -affected by the 
competition of the lakes and canals when navigation 
is open. The result is that it is frequently necessary 
to change the rates on these articles when there 
is no need to change them on other articles in 
the seventh and eighth classes, with which they 
are classed. At the meeting last week steps were 
taken for making grain and flour, mill stuffs, flax and 
cotton seed and cake ina special class, leaving some 
60 other articles in the eighth class. The advance 
June 24 is to be to 20 cents per 100 lbs. from Chicago to 
New York on the articles in the proposed special ciass, 
and 25 cents on other eighth-class freight, which will 
thus bear the same rate as the seventh class until the 
further advance of 5 cents on grain and seventh class, 
July 21. By far the larger part of the shipments in 
the present eighth class consists of what is to be put 
into the special grain class ; but the difference on the 
other articles will amount toa sum worth saving, and 
certainly not lightly to be thrown away, as it has 
been. 

An effort to fix upon the proportion between live- 
stock and dressed- beef rates was not successful. 
Originally, many months ago, Mr. Fink advised that 
the dressed-beef rate be made 924 per cent. higher than 
the net live-stock rate--77 cents per 100 when the live- 
stock rate is 40 cents. The carriers of dressed beef 
would not listen to this, and in the competition 
between them and the live-stock carriers, rates have 
been made unprofitably low for both. A recent 
recommendation by Mr. Fink was that the dressed 
beef should pay 75 per cent. more than live stock. 
At the meeting last week, Mr. Seargeant, of the 
Grand Trunk, refused to accept this, and called 
for arbitration. It carries few cattle and much 
beef. Mr. Blanchard, of the Erie, which carries 
both, proposed that, until arbitration, the dress- 
ed beef pay 70 per cent. more—68 cents against 
40—and Mr. Hayden, of the New York Cen- 
tral, which, with the Pennsylvania, urged the largest 
possible difference, having a great interest in the live- 
stock traffic, offered to accept a- difference of 75 per 
cent., but would not consent to an advance in live- 
stock rates at present, owing to the position of the 
Lackawanna road. There was so much difference of 
opinion on the propriety of an advance at present 
that none was made, and it was agreed that the 
Trunk Line Executive Committee should appoint one 
representative of the dressed-beef shippers and one 
representative of the live-stock shippers, who with the 
Arbitrator, Mr. Charles Francis Adams, Jr., should 
form a board of arbitration and decide the matter 
finally, if it is not settled sooner by the consent of the 


etc. Under this head of station terminals the roads | Grand Trunk to accept a difference of 75 per cent., of 


which there were hopes, and a conference at which it 
and the Lackawanna and West Shore roads are to be 
present is to be held on this important subject. 

At last week’s meeting the committee appointed 
last January to report on the advisability of establish- 
ing a clearing-house in connection with Mr... Fink’s 
office was discharged, no responses to its suggestions 
having been received. Mr. Charles Francis Adams, 
Jr., was re-elected Arbitrator for one year from June 1. 








Last week we published the reports of the earnings 
in May of 36 railroads, amounting in the aggregate to 
$14,883,905 ; this week we have reports from 23 more, 
but their aggregate earnings amount to only $3,377,269, 
being mostly small roads. But there still remain to 
report many of the roads with largest earnings, as 
may be inferred from the fact that while the aggregate 
earnings of the 59 roads in May were $18,261,174, they 
and 14 more in April earned $28,079,248. For some 
sections of the country, especially the East, the re- 
turns are still insufficient to enable us to judge of the 
course of earnings. 

The 59 roads that have reported so far in the aggre- 
gate make the following showing : 


1884. , Inc. or Dec. P.c. 
cat cick a onc 40,710 37.281 + 3,4°6 9.1 
Earnings.......$18,261,174 $17.923,114 + $357,060 ® 
Earn. per mile. 449 481 — 32 6.6 


The increase is small in view of the large increase 
in mileage, and there is an important decrease in 
earnings per mile. 

Of the 23 roads whose reports are published this 
week, 12 have adecrease in total earnings. Most of these 
decreases are small, but the Grand Trunk’s is 124 per 
cent., the Chesapeake & Ohio’s 144, the Indiana, Bloom- 
ington & Western’s 163 percent. The only large gain 
by a road that has no increase in mileage is 38} per 
cent. on the Kansas City, Fort Scott & Gulf. 

There have been reports now from 12 roads west and 
northwest of Chicago, besides the four northwest of 
St. Paul, and which were discussed last week. Only 
four of these i2 had a decrease in earnings last May, but 
these four include the largest roads, having about two- 
thirds of the total mileage. The aggregate mileage 
and earnings of these 12 roads were : 


1884. 1883. Inc. or Dee. P.c. 
SE Rnicieet kis neon 3,666 12,812 4 854 6.7 
Earnings............ $6,088,333 $6,101,477 — $15,144 0.2 
Earn. per mile...... 446 476 — 30.6.3 


In April these roads had an increase of $151,519 in 
total earnings, and a decrease in earnings per mile 
from $433 to $417, or 4 per cent., so they declined more 
in May. 

The only other section in which roads enough have 
reported to give a fair clue to the condition of traffic 
is the South east of the Mississippi. There are reports 
from 19 of these roads, seven of which have some de- 
crease in total earnings, which is considerable in the 
case of three Virginia roads—the Chesapeake & Obio, 
the Norfolk & Western, and the Shenandoah Valley. 
The aggregates of the 19 are: 


1884. 1883. Inc. or Dec. P. c. 
0 ae 9,040 8,723 + 317 +3.6 
BEUNES 605 cccccsccns $3,369,761 $3,265,573 + $104,188 3.2 
Earnings per mile..... 373 374 — 1 0.3 


The earnings per mile are substantially the same 
this year as last. In April these 19 roads had an in- 
crease of $416,583, instead of $104,188, and their earn- 
ings per mile increased from $339 to $374. Thus the 
change was more favorable in April, as in the case of 
the Northwestern roads. 

The only road with an important trunk-line traffic 
that has reported is the Grand Trunk, whose large de- 
crease of 121g per cent. we have noted. In April its 
decrease was 15 per cent. The Indiana, Bloomington 
& Western, which has some of this traffic, lost 163 per 
cent. in May and 9}in April: the Alton & Terre Haute 
main line gained 74 per cent. in April and 2} in May. 





At last it has been determined to advance east- 
bound rates, and on June 24 (next Tuesday) the basis 
of 15 cents on grain and flour from Chicago to New 
York, fixed March 21 to meet unauthorized cuts, will 
be made 20 cents, and it is further announced that on 
July 21 there will be another advance to 25 cents. 

There will thus have been three months of a rate at 
least 40 per cent. lower than was necessary, resulting 
from the eagerness of certain persons to increase their 
traffic when they could not do it without violating 
their agreement to maintain rates. It has been a 
very costly lesson, and it is to be hoped that it 
has been well learned. Under the 15-cent rate there 
will have been shipped from Chicago alone about 900,000 
tons of freight, earning about $2,700,000 gross, which 
just about coveretl expenses. Ata 25-cent rate the 
shipments might not have been more than 600,000 
tons, but the gross earnings would have been $3,000,- 
000, and the net earnings about $1,200,000, against 
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nothing or next to nothing as the raves have been. If 
there has been such a loss on the Chicago shipments 
there was perhaps as much more on other east-bound 
shipments. At all events, the railroads have paid an 
enormous fine for the bad conduct of some of their 
agents, and have paid it at a time when many of them 
had not a dollar to spare, and when two, of the most 
important have been unable to earn all the interest on 
their bonds. 

There can be no doubt that an advance to 20 cents 
will materially reduce rail shipments, from lake ports 
at least, and that a 25-cent rate will still further re- 
duce them, unless by that time (July 21) there should 
be large winter wheat shipments from the Ohio val- 
ley—from points distant from lake ports—which is 
possible. But there is no reason to regret the loss of 
a profitless traffic, and the roads should make much 
more out of 20,000 tons a week at $4 and $5 a ton 
than they have been making out of 50,000 tons at $3. 
The larger part of the shipments now do not go as far 
as the seaboard cities; perhaps three-fourths or 
seven-eighths of them cannot be forwarded by canal. 
There can be no doubt that there will be an important 
traffic at 25 cents, which was the rate of 1862 and 
1883, and less than the summer rate of any previous 
years except in times of railroad war. 








The through rail shipmeuts from Chicago during 
May, including this year those from the junction 
points that take Chicago rates, as Joliet, Matteson, 
Englewood, etc., have been, in tons, for six successive 


years: 
1879. 1889. 1881. 1882. 1883. 1884. 
980,355 125,157 171,432 115,772 149,287 271,551 


The inclusion of the junction points, as nearly as we 
can ascertain, adds about one-seventh to the ship- 
ments; neglecting this the increase over last year was 
82 per cent., over 1882, 133 per cent., and the shipments 
were larger than in any other May except in 1879, 
when the rate was 10 cents per 100 Ibs., instead of 15 
cents, as this year, and when, therefore, the railroads 
were taking the grain away from the vessels, as they 
do when they carry without profit. The gross earn- 
ings from these shipments in the several years were 
about as follows : 


1879. 1880. Sl. 1882. 1883 1884 
$565,820 $750,414 $l, 028.383 $578,854 $745,425 $814, 653 


Thus the gross earnings of the road from this traffic 
were larger this year than in any other except 1881. 
Whether there was any profit in it whatever this year 
is very questionable, however. At an estimated cost 
of $% per gene sa was a profit as follows: 


1879, 1881. 1882. 1883. 1884. 
$280,355 $3752 207 $514,292 $231,544 $208,57 Nothing. 


The shipments for the five months ending with May, 
corrected this year to include the shipmentssince Jan. 
7 from the junction points that take Chicago rates, 
have been as follows : 
1879. 1889 1881. 1882. 1883. 1884. 
1,227,908 960,602 1,1: 27, 073 980.353 1,123,162 1,339,504 
If we subtract one-seventh from this year’s ship- 
ments to represent those going from junction points 
we have left 1,148,146 tons, which is probably more 
nearly comparable with the shipments of previous 
years than those given above. The figures so obtained 
are slightly greater than the shipments of last year 
and 1881, and a little less than those of 1879, and were 
20 per cent. more than those of 1880, and 17 per cent. 
more than those of 1882. So far as the total move- 
ment is concerned it compares well this year with 
that of any other; but when the shipments of one of 
the six older roads are compard with those it carried 
in previous years there isa great decrease. The five 
roads that carried 1,127,908 tons in 1879 and 960,602 in 
1880, carried 839,869 tons this year, even including the 
junction points shipments this year and not before, 
and the six roads that carried 1,054,190 tons this year 
(including junction shipments) carried 1,127,073 tons 
in 1881, 980,353 in 1882, and 1,072,506 in 1883, not in- 
cluding junction shipments. There is no doubt, how- 
ever, that at current rates the railroads will have more 
to carry than ever before except after June 17, 1881, 
when the rates of the railroad war gave them a traffic 
about like that which they have been carrying this 
year under the 15-cent rate. 











year, to find a larger percentage of canal shipments 
than there has been this year, excluding 1881, when 


the canal was opened but 15 days in May, against 26 
days this year. The rail and water receipts at New 
York in May, and the percentage of each, have been 
for four years: : 


———anr—-oennnn—n—(“anal opened.-——_-———. 


May 17, spat #4, ay 7, May 6 
Bushels;: 1881. 882. 1883 1884. 
By rail.... .... ..8,663,416 M9 67? 947 5,463,463 4,376,181 
ey WOGOP... 2 ceed 6,906,110 3,546,411 4,181,101 3,545,612 
Per cent.; 
are 55.6 61.6 56.6 56.2 
By water.... .... 44.4 38.4 43.4 44.3 


An examination of the different articles carried 
shows still more sharply how far the railroads are 
from securing that part of the traffic for which the 
canals can be said to compete. For these statements 
include flour reduced to bushels, and the canals have 
practically long ceased to be carriers of flour. Ex- 
cluding flour, the railroads carried 2,575,001 bushels of 
grain last month, and the canal and other vessels 3,465, - 
701 bushels, or 57} per cent. of the whole, though ‘the 
canal was open but 26 of the 31 days, and average de- 
liveries per day were 129,031 bushels by canal and 
83,065 bushels-by rail. This is interesting because the 
rail rates were extraordinarily low this year, and should, 
if they are ever likely to do so, have diverted the bulk 
of the canal grain. Apparentiy they have not taken 
any more of it at a 15-cent rate than they did last 
year at a 25-cent rate, though there was one more 
railroad to carry the grain this year; and apparently 
if they wish to divert the grain from the canal they 
will have to make rates lower than a Chicago basis of 
15 cents per 100 lbs., which they are not likely to do 
until there has been some considerable reduction in 
working expenses. 





The grain exports of the United States in May last, 
as shown by the report of the Bnreau of Statistics, 
were about 6 per cent. greater in quantity but not 2 
per cent. greater in value than last year. There was 
a decrease amounting to 2,000,000 bushels in wheat and 
flour, while the decrease was in the comparatively low- 
priced corn. The decline from $1.17 to $1.01 per bushel 
in the value of wheat, from $5.85 to $5.35 per barrel 
in the value of flour, and from 66 to 603 cents per 
bushel in the value of corn exported accounts for the 
small increase in value. The comparison with the 
exports in May in years previous to 1883 is not so 
satisfactory, the figures having been: 


Wheat and 





Flour. Wheat. Corn. Flour. To al. 

Year. bbis. bush. bush. bush. bush, 
CS < 1,257,187 8,039,786 2.176681 10,216,597 
1878... 7,529,313 11,416,0 6 9,060, 91 20,476,207 
1879 .. § 8,622,601 11,290.656 10,92.,831 22.214,490 
sa cdex enn 8,734,122 9,973,122 11,154.724 21,127,846 
1881 3,9: 0,229,544 7,257,244 13,127,288 20,384,552 
i ae . 634,144 5 362,243 4,141 299 7,315,091 11,507.190 
1883....... 592,086 2,972,397 6,331,456 5,636,784 11.968,24( 
ME. cs cee 665,927 4,748,520 4,547,924 7,745,141 12,283.115 


The flour exports are the largest ever made in May, 
but with the exception of last year the wheat exports 
are the smallest since 1877; and, taking flourand wheat 
together, the exports this year, though 37 per cent. 
more than last year, and even 6 per cent. more than 
in 1882, were very much less than in any of the 
four years ending with 1881, and 41 per cent. less than 
in 1881. 

The corn exports were 28 per cent. less than last 
year, only 83 percent. more than in that worst of 
years 1882, and not half as great as in 1878. 1879, 1880 
or 1881. 

The totals have varied little for the last three years, 
but were a little the greatest this year; but they were 
little more than half as great in these three years as 
in the three years previous, and but little more than 
in 1877, which was a very unfavorable year. 

The exports have fluctuated comparatively little 
from month to month this year, as the following 
statement of them will show : 


January. February. 
1884. a 767,603 10,494,247 
1883..15,508,781 15,245,885 


March April. ‘ 
11,219.174 12,866,792 13,491,101 
18,211,850 12,665,991 12,703,668 


Last year the exports were very largein the first three 
months of the year and then fell off greatly. This 
year they were slightly larger in April and May than 
in earlier months. 


May. 


| this year was 22} per cent. less than last year, 
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in the five months ending with May, and in the eleven 
months ending with May, forfour years have been : 
1881. 1882, 


1883. 184 
Ws 5b sca sasked $19,804,618 $10,107,115 $11,66,541 $11,902,044 
Five months to 
56,980,736 


to May 31..... 91,375,239 
Eleven months 

to May 31.....244,955,413 167,683,532 191,425,555 144,952,162 

The vanes of the exports in May was not very differ- 
ent from that of the last two years, but was 40 per 
cent. less than in 1881. For the five months the value 
nearly 


55,509,617 73,602,999 


| the same as in 1882, and 374 per cent. less thanin 1881, 





] 
| 


and for the 11 months the value this year was 24 per 
cent. less than last year, 13} per cent. less than in the 
bad year 1882, and 41 per cent. less than in i881, the 
decrease from that year being just $100,0€0,000. 





The exports of live cattle, meats and dairy products 
in May were considerably larger this year than last, 
the aggregate value increasing {from $7,793,994 to 
$9,395,542, on 203 per cent. This is an important 
change for the better, for in previous months of this 
year there had been a very large decrease, as follows : 
1883. Inc. or Dec. P.c. 
823,713 —$10.750,641 25 4 
793,994  +1,601.548 20.5 
—$9.149,(93 18.2 

The change is sudden as well as great, for in April 
the decrease was nearly as Jarge as in previous months, 
as follows : 


1884. 
Four m’ths to Apr. 30 $31,573,072 $42 
SER phtaeaeia a Fe 9,395,542 7 





Five months.......... $40,968,614 $50,117,707 


1883. Decrease. P.c. 
$8,800,824 $2,037,433 23.2 

Now after this decrease of more than $2,000,000 in 
April we have an increase of $1,600,000 in May, when 
the value of the provision exports was $2,632,000 more 
than in April. 

Compared with last year there is an increase in the 
quantities of everything—live stock, salt beef, tallow, 
and all hog products—except corned beef, fresh beef, 
butter and cheese, but by far the larger part of the in- 
crease is in hog products. Compared with April 
there is some increase in live animals, tallow and but- 
ter, a large one in cheese, and an enormous one in hog 
products. In successive months of this year the ex- 
ports of hog products have been in thousands of 
pounds: 


18 
CO Ae ee $6, toss ¥ 391 


March. 
32.662 


January. February. 


Aonril. May. 
65,652 46,292 


28, :97 54.261 

In every year before since 1876, except one, the ex- 
ports have been less in May than in April, while th 
year they were 90 per cent. greater in May. 

Great as the increase in exports was in May over 
previous years, they were still not large in compari- 
son with those cf years previous to 1882. For eigh 
successive years the exports of hog products in May 
and for the five months ending with May have been 
in pounds : 





Year. May. Five Months. 
Ye a behinds Ddbhdicem 52,693,706 34,93 
ES Ga) oobi ies. kirk cio s Maind.c av aeceaceeee 85.478,574 

MP ce. + \sinajnsaseeabaece tie aekade dom now $4.3 2,652 
Re rer ey ra Tare rer .120,035 382 

A A ae eee as 2 | <ateeva a "487 ‘307 

ME bcd. Labin vindccdss dese ensacseensionsess 43,904. 665 i 

ER Ser eereraee creer rye yt 301 "415.958 
EER cdte ehawucduerbek +. Qee deaaene 4,260,678 226,162,549 


Thus though the exports in May this year were 
nearly 50 per cent. greater than last year and 24 per 
cent. greater than in 1882, they were 16 per cent. less 
than in 1881, not half as great as in 1880, and about 
37 per cent. less than in 1579 or 1878. And in spite of 
the great increase in May the exports for the five 
montbs this year are much less than in any other given 
in the table—25 per cent. less than last year, 32 per 
less than in 1882 or 1877, 584 per cent. less than in 1881, 
and 62 per cent. less than in 1880. The improvement 
in May was needed, therefore, and it isto be hoped 
that it will continue, for this, one of the most impor- 
tant of our exports, was becoming insignificant. 

The value of the hog products exported in May was 
nearly 56 per cent, of the value of the total provision 
exports, while last year it was 51 per cent. But the 
exports of cattle, beef, tallow and dairy products were 
more important in previous months of this year, and 
their value increassd for the five months, as follows 

1884. 1883. Ine 
Hog products... .$22,354 283 $: 


Cattle products.. » Bey 614, ve 
P. c. hog products 


.or Dee. P.c 

32,56,845 -—- 10,211,522 5185 

17,551,902 + 1,062,429 €0 
65.0 


Spinnin 


For the five months ending with M he ex | a. 2 
Se with May the exports of | A great many nicer have an important traffic in 

flour, wheat and corn have been, in bushels, for seven | 
| cattle which have few hogs to carry, anda growth in 


successive years: 
: | the exports of cattle and beef is of importance to them. 


The low rail rates have apparently less effect on 
canal than on lake shipments. The railroads have 
been carrying an unusually large share of the grain 


: P ! . Bushels. | Year. Bushels. | ‘ aa in v is vear ealled cre; 
shipped from the Northwestern markets since naviga- IBiB eee eeeeee 79,804,006 | 1882........ 2.20... 53,653.79 | The increase in value this year cannot be called great, 
: = ‘ eR a ee. 72,663,272 | b s strongly with the great decrease in 
tion opened, but they have not carried any larger | jggy00 1 95,768,374 | 1884..................8 56470.493 | oUt oe, coe ’ A. peed aigaiee: 
proportion of the grain delivered at New York then | 388! wes e+ +.83,869,147 | j exports of hog products, and it is due chiefly to an in- 


| 


The ciate for the five months thus were 22 per | 
cent. lessthis year than last, only 5} per cent. less than 
1882, 40 per cent. less than in 1881, and 41 per cent. 
less than in 1880. In 1880 the exports per inhabitant 
were more than 1j bushels; this year only 1 bushel. 
The corn exports were smaller even than in 1882. 

The values of the total breadstuffs exports in May, 


they did last year, when the rail rate was two-thirds 
higher, the canal having been opened one day longer 
this year. Indeed, the percentage of canal shipments 
was larger than in 1882, when the canal was opened 
the whole of May, and the rail rate was also two- 
thirds more than this year. We have to go back to 
1880, when the rail rate was twice as great as this 


crease in the exports of live cattle, which was 383 per 
cent. in quantity and 403 per cent. in value. 








The Union Pacific statement for April again shows 
a considerable decrease in gross and a large de- 
crease in net earnings, though the decrease is not so 
great as in previous months of this year. For each of 
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the four months the earnings and expenses this year 
and last have been: 


‘ 1884 GL BSSOOR SL BET OOS’ SL ETET Tie $2, Meat 65 
nee wien 9.00b+088 547, t, > 
Gross earn, }°7"\*"" 1883 “1'916;854 11673224 2'801, 

Beene): Sertoe 1sSt 15H L.Z0L0y 1.204, “09 an "C95 


€ evcuaus — 1019.122 007,454 


233,564 "318; 950 768,159 951,940 
$97,732 665,770 1,296,070 1,284,034 


Thus the Fase in gross earnings was $234,312 in 
April, against $419,046 in March, $125,255 in Febru- 
ary and $377,946 in January. The increase in work- 
ing expenses was less in April than in the preceding 
months, and the decrease in net earnings was $332,094 
in April, against $527,911 in March, $318,820 in Febru- 
ary and $664,188 in January. Thus the decrease in 
both gross and net was less than in any other month 
except February. Nevertheless the decrease in gross 
in April was 10 per cent. and in net 26 per cent. 

For four successive years the mileage, earnings and 
expenses of this road in April have been : 


1,095,688 1) Liat 243 
Net earn. 





1881. 1882. 1883. 1884 
Miles....... . 3,450 3,740 4,305 4.258 
Gross ‘arn . . $2,140.014 $2,869,609 $2,363,277 $2,128,965 
Expenses 1.382,45L 1.3315196 ~ 1.079.243“ 1'177.025 
Net earn...... $757,563 $1,038,413 $1,284,031 $951 940 


The gross earnings were less this year than in 1881 
even, though the mileage has increased 808 miles (23 
per cent.) since then, and there is a decrease in earnings 
per mile from $620 to $500. But the working ex- 
penses are less this year than in any other except last 
year, and the net earnings, though 26 per cent. less than 
last year, were but 8} per cent. less than in 1882, and 
were 26 per cent. more than in 1881. Thus the large 
decline in net earnings is due more to the fact that they 
were extraordinarily high last year than to their being 
extraordinarly small this year. 

For the four months ending with April the earnings 
and expenses have been : 

1881. 1882, 1883. 1834. 

- $7, 251,473 $8,773,109 $8,345,113 $7,188,553 
4,837,228 5,397,765 4, 201,507 4. 887,961 
Net earnings: .... 2,414,245 $3,375,344 $4,143,605 $2,300,592 
The gross and net earnings and expenses this year 

have been quite similar to those of 1881; the decrease 
from last year is $1,156,560 (14 per cent.) in gross and 
$1,843,014 (44 per cent.) in net earnings. Now what 
is especially notable is, that the increase in net earn- 
ings last year over 1882 was due entirely to the « nor- 
mous decrease of $1,196,258 (22 per cent.) in working 
expenses, notwithstanding a considerable increase in 
the mileage of road worked. If what was charged 
as expenses in 1882 was strictly chargeable to cost of 
working, it is altogether probable that a very large 
part of the great decrease in 1883 consisted of expenses 
postponed instead of expenses saved, and that, there- 
fore, the true decrease in net earnings this year is not 
so enormous as it appears—more than $3 per share of 
stock for the four months. 

After July of last year the expenses of this road 
began to be much larger than in the previous year, 
and we may expect that after July this year the de- 
crease will not be so great as it has been heretofore. 


Gross earnings... 
Expenses .......... 











It seems to take the New York railroad companies 
an unconscionably long time to make up the quarterly 
balance sheets and income accounts which are re- 
quired by the Railroad Commission. The New York 
Central statement for the second quarter of its fiscal 
year (January to March) is but justat hand, and many 
companies have not yet reported for that quarier. 
These reports are valuable about in proportion to their 
freshness. They are intended to afford stockhold- 
ers and others information of the actual condition of 
their property, rather than of its past history ; and it 
is not sufficient to know what the condition was three 
months ago. 

The New York Central reports for the first and 
second quarters and the first half of its fiscal year 
make the following showing : 





3 mos. to 3mos.to 6mos. to 

arch 31. Dec. 31. March 31. 

Gross earnings............... $6,710,592 $7,914,128 $14,624,720 
BEGPOUIOB. 0.0 0.000. odepreresees 4,218,893 4,681,799 8,900,692 
Net earnings ...... . . $2,491,699 $3,232, 329 "$5,724,028 
Int., rent and SBOE. ccchcce 14s che aaa eds 2,790,000 
ORPIOEE 85s dids cubs: Sotaes "Aidt cdites Sescetess 8, 934, 628 
DO. per share... ....0... cecceces © seocceessocecs g3 3.28 


The dividends paid for the half-year amount to $4, 
while the profit earned available for dividend was but 
$3.28. The report forthe first quarter of the company’s 
fiscal year (ending with December) showed a profit of 
a trifle more than $2 per share, so that for the Janu- 
ary-March quarter it was but $1.28 per share. The 
falling off may be charged to the rates and the 
diversion of west-bound shipments to new roads. 
The New York Central had an exceptionally large 
share of the west-bound traffic in that quarter, 
however, as is indicated by the fact that it brought 53 
per cent. of the grain received at New York in that 
quarter this year, against 47 per cent. last year, 54.7 
in 1882, and 38 per cent. in 1881, so that in this traffic 
it seems not to have suffered at all in amount by the 
competition of the new roads, 








Unfortunately we have no statement of last year’s 
earnings with which to compare the figures now 
reported, bit must go back to 1881 to find even gross 
earnings reported in periods that can be compared 
with these. In 1879, 1880, 1881, and this year, these 
gross earnings were : 











3 oar to 1878-79. 1879-80. 1880-81. 1883-84. 
Dec -$7,575,789 $8,546.6388 $8976,142 $7,914,128 
ion "si. . 6, 709, 508 7,765,679 7,366,427 6,110,592 
Half year. 143 285.297 $16,312,317 $16,342,569 $14,624,720 
port ere 33,175,013 82,348,305 — ......0. oe 
P.c. of yr’s. 

earnings. 50.3 49.2 WD Wadcwade vase 


The earnings this year are curiously similar to those 
of 1878-9, for the January-March quarter almost ex- 
actly the same. Traffic and rates were very good that 
year in the October-December quarter; in the follow- 
ing quarter east-bound rates were badly demoralized, 
but shipments were large—much as this year. Later, 
rates were even lower than this year, so that, as far as 
we have gone, 1883-84 is very similar to 1878-79. In 
that year the gross earnings were about $28,400,000, 
against $33,770,000 last year, the gross earnings of the 
last half of the year having been $14,110,000. 
The gross earnings of the first half of the fiscal year 
were 50.38 per cent. of the year’s gross earnings 
in 1878-79, 49.2 per cent. in 1879-80, when 
the whole year was favorable, and 50} in 1880-81, 
when the last three months were unfavorable. This 
indicates that the New York Central’s gross earnings 
this year will not be much more than $29,750,000, 
which is $4,020,000 less than last year. As to net 
earnings, we have no means of knowing what they 
have been in corresponding periods of previous years. 
In 1878-79 they were, with taxes, $16,123,073 for the 
year; last year, $20,750,594; the first half of this year, 
without taxes, $8,900,692. If half the expenses were 
in this half of the year in 1878-79, the net earnings 
then were $6,223,760 then, against $5,724,028 this 
year. 

A good harvest may largely increase the earnings of 
this road, but it cannot have much effect in this fiscal 
year, and in the present condition of business the com- 


pany will do well if its profits are as large in the sec- 


ond as in the first half of the year, when they were 
$3.28 per share. 








The New York, Lake Erie & Western’s report to the 
New York Railroad Commission for the first quarter 
of this year, ending with March, shows that the net 
earnings, including those of the ferries, etc., which 
are not given with the railroad earnings, were $672,- 
782, while the interest on bonds accruing in the quar- 
ter was $1,231,940, and the rentals and guaranteed in- 
terest was $267,007, making $1,498,947 in all, and 
$826,165 more than the net earnings. In the first 
quarter of the company’s fiscal vear (ending with De- 
cember), the company earned $145,000 more than 
the charges for interest, rentals, etc., sothat the result 
of the balf-year was a deficit of $681,000. But this is 
usually the poorer half of the year for this road, ag 
may be seen by the following statement of the per- 
centage of its net earnings for the whole fiscal year 
which it earned in this first half of the year in each of 
the last five years: 


1879-80. 1880-81. 1881-82. 1882-83. 
43.4 p.c. 47.0 37.7 39.2 


At the rate of the year when the second half had the 
least increase over the first half, the net earnings this 
year would be $390,000 more in the last half than in 
the first half of the year, and at the rate of the yeay 
when the proportion was greatest in the last balf, they 
would be $2,040,000 larger in the last half— enough to 
pay a whole year’s interest on the second consolidated 
bonds, which was passed June il last. It cannot be 
said, however, that there is any present prospect that 
this half of the year will turn out so well, though it 
will almost certainly produce much more than the 
first half, unless the leased New York, Pennsylvania 
& Ohio road should fail to earn its rental. 








The trip over the New York, West Shore & Buffalo 
Railway by the special train tendered to the American 
Society of Civil Engineers for the benefit of Eastern 
memt ers wishing to attend the Buffalo convention was 
tomany perhaps as interesting and instructive as any 
part of the proceedings proper. About 230 members 
and ladies availed themselves of the opportunity, 
and it was surprising to note how many there were, 
even among the engineers, who were unaware of the 
solid and handsome manner in which every detail of 
that road has been carried out. The purpose 
of the managers in tendering the train, which 
was doubtless chiefly to advertise the road and 
not merely as a courtesy, was thus fully carried out, 
or at least perhaps as fully as could have been accom- 
plished in any other way at the same expense. The 
condition of the track and the road generally is won- 
derfully good for so new a line. The main tracks 
are unbroken for their entire length by a single switch, 
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the Wharton switches and spring-rail frogs being used 
exclusively. The track is laid with extra long (36 in.) 
angle fish-plates, and is well ballasted with a 
good quality of clean gravel, which, when it is a 
good quality, so as to be free from dust, makes per- 
haps a pleasanter road to ride over than when it is of 
stone, although the latter, no doubt, is more desirable 
and perhaps less costly to maintain. The station build- 
ings, switch and engine houses, and other structures 
along the line are especially noticeable for their neat 
and tasteful design, and perhaps did as much as any 
other detail to impress initiated and uninitiated alike 
with the idea that they were riding on a first-class and 
thoroughly studied road. The rolling stock was the 
subject of universal praise ; the locomotives especially, 
to which the late Howard Fry gave such careful 
study, and in which he took such pride, were the sub- 
ject of general comment and praise among the railroad 
men of the party. It may not be generally known 
that they are quite unique in many of their-details as 
well as in their general appearance, and their ‘‘ busi- 
ness-like ” and powerful look, which impresses almost 
every one who sees them, is, we are assured, well borne 
out by their performance in service. 

The scenery upon the line is also very attractive, es- 
pecially at this season of the year, and there seems no 
reason why the line, once fully completed and 
equipped, should not secure a large share of the busi- 
ness it is intended to compete for ; but in one very im- 
portant respect, at least, the arrangements seem 
faulty, and this difficulty was especially conspicuous 
on the late trip of the engineers. The arrangements 
for eating seem very defective. No doubt, the West 
Shore stations were laid out with the idea that dining 
cars would be largely used. Nevertheless, they can 
hardly be used on all trains, nor exclusively in the 
case of very heavy trains, and a single train of’ very 
moderate size will overcrowd any station on the 
line. The engineers’ train of about 200 passengers 
could hardly be called abnormally large, yet it was at 
least twice too large for comfortable accommodation 
at either of the eating stations. Partly for that reason 
and partly from the negligence or misfortune of the 
West Shore eating-house manager, the party had the 
privilege of paying a high price ($3.65 each for the 
round trip, including four meals) for decidedly poor 
meals. One could not apply to them, one meal ex- 
cepted, either half of the maladroit countryman’s com- 
pliment—that the food was ‘ very good, what there 
was of it,” nor that there was “ plenty of it, such as it 
was.” 

It is particularly unfortunate for a company which 
is but beginning to make its road known to the public 
to have such things occur. First impressions are likely 
to be lasting, and one’s impression of a journey is 
made up of the aggregate of his sensations. Now 
however comfortable one may be in other respects, if 
he is insufficiently or badly fed during a whole day’s 
journey, the balance is a feeling of decided discomfort. 
Therefore it is to be feared that what the company so 
generously gave the engineers—a ride in beautiful and 
comfortable cars over a magnificent structure and 
through a beautiful country—did not have its due 
effect in leading them to look favorably upon this 
road as a route for travel, because of the fault of its 
caterers. 











The eastward shipments, through and local, of flour, grain 
and provisions from Chicago for the week ending June 14, 
by the imperfect report to the Chicago Board of Trade, 
were 56,177 tons this year, against 25,102 tons in 1833, 
and 18,350 in 1882. For six successive weeks these ship- 
ments and the percentage of the total going by each route 
have been : 














——- ——— —~— Week ending —-——~ 
May May May tee June June 
10. 17. 24. 4 14, 
te 9,412 7,877 6.914 5, 552 6.299 5,106 
SOs seeicvoe cose 36,603 32,376 37,327 37,905 * 782 43.146 
Provisions........ 7,583 6,678 8,454 8,391 9,534 7,925 
Total....... . .53,598 46,931 52,675 52,218 50,615 56,177 
Per cent 
C. & Grand T..... 14.7 20.9 25.3 15.0 18.4 13.2 
Mich. Cen......... 12.8 10.0 144 129 11.4 13.4 
Lake Shore....... 16.0 16.7 13.9 18.1 145 15.0 
Nickel Plate...... 12.6 11.9 10.2 10.8 8.1 11.6 
Ft. Wayne.... ... 18.9 14.2 12.4 16.3 17.2 13.7 
Cc ,8t. Lb. & P ° 8.2 7.8 5.6 9.1 745 77 
Ba't. & Ohio...... 7.6 8.6 9.6 9.3 12.3 13.3 
Ch. & Atlantic 9.2 8.9 8.7 8.5 10.6 12.1 
Date: isc od videos 100.0 100.0 1000 100.0 100.0 100.6 


The shipments last week were the largest for six weeks, 
and 11 per cent. more than the week before. As before 
since March the shipments were extraordinarily large for 
the season, due to the diversion of grain from lake ves 
sels by the low rates. The ‘increase last week was wholly 
in grain, there having been a decrease in flour and provi- 
sions, The announcement of an advance in the rail rate June 
24 to 20 cents was made too late to have any effect on the 
week’s shipments, and is hardly likely to have much effect, 
asthe lake vessels will always afford low rates. 

There is nothing particularly noticeable in the distribu- 
tion of the shipments. The three Vanderbilt roads carried 





40 per cent. of the whole, and the two Pennsylvania roads 
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21.4 percent. The Chicago & Grand Trunk’s percentage 
was the smallest for a long time, but not very small ; the 
Baltimore & Oaio’s was larger taan usual. 








Lake rates have advanced from 114 to 244 cents a bushel 
for corn and % more for wheat from Chicago to Buffalo, 
without waiting for the advance in rail rates. 

The Northern Pacific’s earnings continue to fall off. There 
is still a large gain over last year (though only about in pro- 
portion to the iucrease in mileage), but the earnings have 
been iess in June than in May, and less in May than in April; 
while iu previous years there was always an increase. Thus 
the earuings per day in April, May and June (for the first 
14 days of June this year) have been for three years : 








April. May. une. 
BOG ei esdno> xp anh wae peienennes $47,953 $41,445 $38,275 
WO 65.0 ks enhanc cue reeekacumeay 22,183 24 508 25,781 
FOG sis oe: 5h Oo TEs SEB Bas 15,034 20,541 23,487 


In 1882 the earnings in June were 56 per cent. more than 
in April; in 1888, 164¢ per cent. more; this year, 20 per 
cent. less. 

This is probably because the rush of immigrants and 
miners has ceased, and as yet there is little to take its place, 
while in previous years there was a great movement of 
speculators after early spring, and, most of all, the immense 
traffic in construction materials, which the report for last 
year showed to have averaged $127,000 per month, and in 
May and June probably was as much as $200,000 per 
month. Thus this year this large amount has to be offset 
by commercial freight. 

After harvest a material increase in the earnings may be 
expected, as the acreage under cultivation in Dakota bas 
been largely increased, and there is a prospect of a better 
yield than last year. The immigration to Dakota was not 
as large as last year, but the falling-off was more in land 
speculators and traders than in farmers, and the land which 
was broken last year bears the first crop this year. 








The Georgia Pacific Railroad, which has 278 miles of road 
in operation, in four different and isolated sections, earned 
$377,829 gross and $128,805 net during the eight months 
ending with May last, which is at the rate of $1,359 gross 
and $463 net per mile. In May the earnings were about 
at the same rate as for the previous months, amounting to 
$47,014 gross and $17,492 net. This indicates that the net 
earnings for the year will be about $700, which is something 
less than the interest on the bonds. In its unfinished con- 
dition it cannot be expected to have a large traffic. 








The traffic and earnings of the New York elevated rail- 
roads for the four last fiscal years ending with September 
and the eight mouths of the current fiscal year ending with 
May are reported as follows : 


Year to Sept. 30. No. passengers Karnings. Av. rate. 
| Re Peer - 60,831,757 $4.575,667 7.52 
, BORER as eens fe 75,585,778 5,280,274 7.00 
St et eee eee 86,361,029 5,922,688 6.87 
eee 8 6,345,258 6.90 
8 mos. to May 31, 1884.. 64,335,167 4,561,249 7.09 


If the traffic for the remaining third of the year were at 
the rate of the previous eight months, the total for the 
current year would be 9614 millions, or nearly 4 per cent, 
more than last year. But theses four months include the 
dullest seasun of the elevated roads, and they will do well if 
their traffic is as large this year as Jast. It willbe a notable 
fact if there is an interruption to the growth of this traffic 
this year, as seems probable. From 1880 to 1881 there was 
an increase of 24 percent.. from 1881 to 1882 an increase 
of 141¢ per cent., and from 1882 to 1883 an increase of 6% 
per cent., so that there has been allthe time a reduction in 
the rate of growth. 

That the earvings are lighter in the summer months than 
in others may be inferred from the fact that in 1881 the 
earnings were $426,791 in July, against an average of 
$519,454 for the six months previous, and in 1882 $457,799, 
against an average of $588,770 for the six months previous. 

The average fare received, it appears, has varied little 
from 7 cents since 1880, indicating that three-fifths of the 
passengers are carried at the 5 cent rate. 








Tbe government Railroad Commissioner has submitted to 
the Secretary of the Interior a statement of the financial 
condition of the Union Pacific for the five months ending 
with May, which gives the net earnings as $2,960,655. Ex- 
penditures charged against this income amount to $729,415 
more than the income, but there are included in these ex- 
penditures $50,000 expenses of the Land Department 
which should be charged to land sales, and $178,977 for 
new construction and equipment, which are properly 
chargeable to capital. There was also a_ pay- 
ment of $162,000 into the company’s sinking fund. 
In these five months one dividend of 1% per cent., 
amounting to $1,065,197, was paid, while by the Commis- 
sioner’s report only $335,781 was available for the dividend 
from the profits of these five months. The Commissioner 
also submits a statement, showing that there are no assets 
from the surplus of previous years available for paying a 
dividend. The floating debt is given as $11,400,099, against 
which there are available assets (uot including materials on 
band) amounting to 36,068,703. This stock of materials 
amounts to $2,622,777, and when normally large properly 
offsets bills payable for materials, as it is constantly being 
transformed into earnings, which meet the bills as they 
come in. 








The Committee on Standard Time reported at the late con_ 
vention of the American Society of Civil Engineers 
that 92 per cent. of the answers received, which included, 
we believe, 300 or more replies, gave unqualified approval 
to what is becoming known as the ‘‘ 24 o’clock” system. A 








short but spirited discussion followed in the convention, the 
sentiment of which seemed to be almost unanimously in fa- 
vor of the plan. The difficulty as respects clocks and 
watches, it was pointed out, can be gotten over at nominal 
cost by the addition of a new circle of numbers, and Mr. 
Sandford Fleming, the chairman of the committee, who has 
taken great interest in the subject, evidently has full confi- 
dence that the scheme will be accomplished by its aioption, 
first by the railroads and afterward by the general public. 
It is beyond doubt desirable if it could once be generally in- 
troduced and understood, but itisa far more difficult change 
to effect than that recently made, since it involves a change 
in the habits of the people, while the other did not. 


The resignation of Mr. A. C. Armstrong, late Purchasing 
Agent of the Lake Shore & Michigan Southern Railway, 
recalls the fact that in certain ways he went quite outside 
the limits which usually bound a purchasing agent’s duties 
by attempting to determine not only the lowest prices at 
which certain supplies could be bought, but also what grade 
of supplies it was most expedient to buy. This was espe- 
cially true in the matter of lubricants, in which, if we do not 
err, Mr. Armstrong was justly entitled to the credit of effect- 
ing a very material economy by investigations initiated and 
largely conducted by himself, with the co-operation, of course, 
of other officers in the mechanical department. The net re- 
sult of all these investigations has been that the cost o¢ 
lubrication on the Lake Shore & Michigan Southern has 
been very largely reduced from what it was in former 
years, mainly by the use of carefully prepared compounds 
of mineral oil in place of more expensive lubricants. How 
much the reduction has been and how much of it is strictly 
legitimate and unbalanced by corresponding disadvan- 
tages, which do not appear upon the surface, would, 
no doubt, be a point va which considerable  differ- 





ence of opinion might exist; but the economy ‘on’ 


the face of the returns” has certainly been large, 
and that it is believed to be a legitimate result of careful 
investigation is evident from the fact that several other rail- 
roads have copied the practice of the Lake Shore. Mr. Arm- 
strong’s results and methods of test have been heretofore 
given in these columns, but it may be repeated that his in- 
vestigations led to the simple result that tests for mineral 
oil lubricants may consist merely of two, a gravity test and 
a cold test; either of which separately can be easily enough 
satisfied with inferior oils, but both of which together, it is 
claimed, are sufficient effectually to separate good and bad 
lubricants mainly composed of mineral oil. 

Another matter to which Mr. Armstrong gave unusually 
careful attention and the introduction of which he urged, 
was a more perfect system of mileage record for wheels, 
The effect of such records on the Lake Shore and other lines 
has been that whereas a guarantee of 40,000 miles under 
engine tenders (the only service for which such records were 
then possible) was considered a fair one ten years ago, com- 
petition has now crowded makers up to 60,000 miles, with 
great benefit to the quality of the wheels. No one road and 
no one man is entitled, of course, to the credit of this result, 
but the aggregate advantage has been great enough to make 
it a legitimatesource of congratulation to ull those who were 
instrumental in bringing about ‘‘the more excellent way.” 








The Allegheny Valley Railroad has issued a folder which 
is a distinct improvement on the usual form, and we trust 
that the example thus set may be very generally followed. 
Plans of the business parts of Pittsburgh and Buffalo are 
printed on the folder, giving the names and position of the 
principal streets, hotels, depots, street-car routes, etc. A 
small map of this sort is exceedingly useful to the visitor or 
traveler. Advertising material of this kind is effective 
about in proportion to its attractiveness or value to those 
who receive it. The time-table on a folder may be ver y in- 
teresting while the passenger is on the train, but its value 
usually ceases with the journey, and’ the passenger conse- 
quently leaves the folder when he leaves the car. But 
when it has a map of the terminus or other place on the 
route at the passenger’s destination, it becomes valuable for 
him for a longer period, and is very likely to be preserved 
long after the journey. The information which such a map 
gives is precisely such as is hardest for the traveler to get, 
and the map might well be supplemented by printed infor 
mation as to the different means of communication between 
the station of the road issuing the folder and those of other 
roads, etc. 








The foundation for the pedestal of the Bartholdi statue, 
which is now completed, is remarkable for its far bolder use 
of concrete than has heretofore been anywhere attempted 
in this country, or perhaps in the world, it being nearly 53 
ft. high, by 91 ft. square at the base and 67 ft. high at the 
top (65 ft. above low water mark) and containing the enor- 
mous mass of nearly 12,000 cubic yards, after deducting for 
two intersecting archways and a central shaft. There is, of 
course, concrete and concrete, but such a bold use of it in a 
situation where it is exposed to such heavy strains and is 
expected to last for all time, or thereabouts, confirms what 
has often been suggested, that considerable economy might 
be realized by a greater use of it in railroad culverts and 
bridge masonry. The strains upon the foundation will be 
very great, as the pedestal alone (the backing of which is 
also to be entirely composed of beton, faced by heavy red 
granite blocks) will rise to a total height of 117 ft. above 
the foundation, and the statue itself 151 ft. further, making 
the total height 330.ft., or 53 ft. higher than the Brooklyn 
Bridge towers. The wind-strains from such a structure will 
be hard to compute with exactness, but may be safely set 
down as enormous, and as indicating that good concrete 


might be used to a large extent in railroad work with great 
economy, especially in arch-work which is to be covered up 
with earth. One of the objections to its use, and probably 
the greatest one, is that concrete work must be done “upon 
honor,” and the quality and-quantity of cement used must be 
closely watched, or the stability of the structnre will be 
endangered, whereas first-class stone work almost secures its 
own permanency in spite of any negligence or bad faith on 
the part of a contractor. Engineers therefore feel a natural 
reluctance to assuming responsibility which can be avoided ; 
but that large economy might often be effected can hardly 
be doubted. 








Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Chester & Lenoir.—Extended from Icard Road, N. C., 
northwest to Lenoir, 4 miles. Gauge, 3 ft. 

East & West, of Alabama.—Extended from Cedartown, 
Ga., west to Cross Plains, Ala., 24 miles. Gauge, 3 ft. 

Leuisville, New Albany & Chicago. —Extended northwest 
to Hammond, Ind., 114 miles. 

New York, Philadelphia & Norfolk.—Extended from 
Pocomoke City, Md., southward to the Virginia line, 5 
tniles. 

Talladeya & Coosa Valley.—Completed from Talladega, 
Ala., north to Renfroe, 10 miles. 

This is a total of 44% miles of new railroad, making 
1,077 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 12 years 
past is as follows : 





These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 











Inventions. Exhibited at the Master Car-Builders’ 
Convention at Saratoga. 





Several inventions relating to freight and passenger car 
work were exhibited in the piazza of Congress Hall, the 
hotel in which the Convention was held. Among them was 
a working model of a three-truck freight car, the invention 
of Mr. L. Finlay. Several cars built on this plan are run- 
ning on the Hot Springs Railroad, Ark., and the model 
traversed a sharp reverse curve with remarkable ease. 

Mr. E. B. Meatyard, of Lake Geneva, Wis., exhibited a 
model of the Acmé car, the design of which is somewhat 
peculiar. The framing is composed of various sections of 


by a system of rods and links sre made to radiate to the 
curve on which the car may be running. The wheels are 
provided with dished steel plates, pierced with holes in lieu 
of spokes. 

A model of the Widdifield & Button automatic freight 
brake, which is actuated by the compression of the draw- 
spring, was exhibited and is stated to be in use in actual 
freight service. These gentlemen claim that they have dis- 
covered a method by which friction-power for chain brakes 
can be rendered tame and harmless, thoroughly domesti- 
cated and obedient to the word of command. If this is so, 
we would strongly advise the inventors to apply to the 
London & Northwestern Railway Co. of England, 
which, after spending an immense amount of money, and 
trying all manner of devices on its enormous passenger 
equipment of over 6,000 cars, has been forced to give up 
the chain and friction principle as totally unsuitable for a 
continuous brake on a train of more than five cars. 

The Ormsby Sash Holder Co., of Boston, Mass., exhibited a 
full-sized model of its improved method of balancing the 
weight of car windows in any position. The edge of the 
sash is fitted with a beveled rack into which is geared a 
wheel fitted to the window post. A spiral spring contained 
in the wheel tends to make it revolve and lift the window 
and rack. 

Two models were exhibited of King’s non-swiveling two_ 
wheel car truck, which is designed to give an equal distri- 
bution of load toa four-wheel car when passing over a rough 
road. This is effected by means of bolsters which virtually 
carry the weight of the car on the centre, light spr’ngs in 
order to check vndue rolling being substituted for side bear- 
ings. As the wheel-base is necessarily short, not exceeding 
that of a six-wheel passenger car truck, the axles do not 
radiate. A large number of these cars are running on the 
Delaware & Hudson Canal Co.’s railroad, and though 
somewhat heavier and more complicated in the construction 
than an ordinary four-wheel car, are doubtless less liable to 
leave the track when running over a rough road. 

The National Railway and Street Car Co. exhibited a car 
axle box, provided with an arrangement for removing or 
inspecting the dust-guard without using a jack or disturbing 
the rest of the box. The dust-guard is made in two halves 
with a vertical joint, and each half can be removed from 
the side of the box, slots for that purpose being provided, 
instead of the usual aperture ut the top of the box. Each 
half of the dust-guard is carried in a frame, preferably 
made of cast iron, and having some vertical motion in the 
box, so as to allow for the wear of the brass and journal. 
The dust-guard frames are secured in position by two spring 
catches. This form of box has been used on the Concord 
Railroad, and by the Burton Stock Car Co., ete. 





M. E. Mignault, New York, exhibited some of his patent 


volled iron, the axles are hollow, have inside bearings, and — 
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universal angular knuckle joints for pipes. The joints are 
especially applicable for the conveyance of air, gas, steam 
or hot water under pressure, and have been used between 


the carson the Manhattan Elevated Railroad for steam-| ; 


heating purposes. Metal pipes of peculiar form are used, 
the joints and glands being packed with asbestos. These 
joints are designed tc take the place of rubber hose, which, 
though very flexible and cor-venient of application, are soon 
rendered useless by grease or oil, heat, or the chafing of a 
safety chain. Mr. Mignault’s invention would appear to 
supply a want which has been long felt. 

The Standard Lighting Co., of Cleveland, O , exhibited a 
new portable coal-oil railroad light, which appears to possess 
considerable illuminating power, and is suitable for use at 
wrecks, etc. The lamp contains areservoir for compressed air; 
the requisite pressure being attained by some 50 strokes of a 
smal! hand plunger. A jetof oiland a jet of compressed air be- 
ing mingled at the burner by means of suitable pipes, several 
vivid flames are produced, affording an excellent light with- 
out the use of wick or chimney. 

The Mano Boudoir Car Co. exhibited a fine sleeping car, 
“Tl Trovatore,” at the Delaware & Hudson Canal Co.’s 
passenger station at Saratoga. This fine car attracted 
much attention, and we hope shortly to publish an account 
of some of its numerous ingenious contrivances to promote 
the comfort of travelers. 

The New York, Lake Erie & Western exhibited a car 
fitted with the Pintsch system of lighting. This light is so 
well known and bas proved itself so well adapted for 
practical railroad use, especially in Germany and Great 
Britain, that any extended description is needless. 

Several of the best known forms of car couplers were 
shown on freight cars, and some experiments were carried 
out on these cars under the direction of Mr. Blackall in 
the Delaware & Hudson Canal Co.’s yard at Sara- 
toga. The cars fitted with the couplings were run together 
at considerable speed (8 to 12 miles an hour) on a sbarp 
curv2, and the automatic feature of the couplings was thus 
subjected to a severe test, most of the cars failing to couple. 
Whether such a test is of any practical value in determining 
the merits of a car coupling is an open question. 

Messrs. 8. H. Moore, of Chicago, Ill, exhibited a freight 
car fitted with an improved form of spark-tight door. The 
door rests on tapered slides which jam it fast against the 
sides of the car. The door is moved hy means of a lever 
handle, which throws the weight of the door upon rollers, 
and, lifting the door bodily, withdraws the wedges from 
contact. The door being thus loose, and running on rollers, 
moves with great ease. We understand this door is in ex- 
tensive use on Western roads. 








Transportation in Congress. 


In the House on June 14th: 

An amendment to the Post Office Appropriation bill was 
adopted, making a special appropriation of $250,000 for fast 
mails over the principal railroad lines. 

In the Senate on the 17th : 

Mr. Slater (Oregon) reported from the Committee on Pub- 
lic Landsa substitute for the House bill to declare the fur- 
feiture of the unearned land grant made by act of May, 
1870, to aid in the construction of a railroad and telegraph 
line from Portland, Ore., to Astoria and MeMinville in the 
same state. The substitute provides thatso much of the 
lands granted by that act as are adjacent to and cotermin- 
ous with the uncompleted portions of the railroad be de- 
clared forfeited to the United States and restored to the 
public domain, and that they be made subject to disposal un- 
der the general! land laws of the United States. 

In the House on the 17th : 

‘be House took up the bill reported from the Committee 
on Pacifiz Railroads to amend the several Pacific Railroad 
acts. It requires the companies to file within 90 days from 
the passage of this act (or within 60 days after the comple- 
tion ot the surveys) lisis of selections of the 1 élaimed by 
them and to deposit the cost of surveying, selédting and con- 
veying the same. After considerable discussion’*Mr. Pay- 
son’s substitute for the bill and amendments was adopted. Yt 
provides that if the railroad companies shall not, within 60 
days from receipt of the notice, pay the costs then their 
right shall cease as to the land within such township and the 
lands shall be restored to the public domain for settlement 
under the homestead laws. The bill was then passed. 








TECHNICAL. 





Locomotive Building. 


Work is being prosecuted on the buildings of the new Mc 
Queen Locomotive Works in Schenectady, N. Y., and it is 
thought that the machinery can be put in this fall and work 
begun early next year. 

The Montgomery Iron Works, in Montgomery, Ala., have 
recently built several locomotives for use on logging roads. 
They are built on a plan designed by W. E. Cole, of Mont- 
gomery, ond are intended to run on wooden tracks. 

The Rhode Island Locomotive Works in Providence have 
started up on full time, having taken a large order for loco- 
motives 

Car Notes. 


The Wason Manufacturing Co., at Brightwood, (Spring- 
field) Mass., last week shipped 8 open excursion cars and 
two parlor cars to the New York & Sea Beach road. 

The Western and Atlanic shops in Atlanta, Ga.. last week 
turned out a new postal car for the road. 

Mr. E. V. Schermerhorn, Receiver of the Jones Car Manu- 
facturing Co. in Schenectady, N. Y.. has issued a circular in 
which he states that at the time he was appointed to the re- 
ceivership the liabilities of the company were $320,705, and 
its assets $222,250. Since he has had charge the Receiver 
has somewhat reduced the debts of the company. Heis car- 
rying out the contracts on band and expects to keep the 
present force at work until August. 


Bridge Notes. 


The Delaware Bridge Co. recently completed a double-track 
iron draw-span 257 ft. long over the Hackensack River 
in New Jersey, for the Pennsylvania Railroad. 

The Massillon Bridge Co., in Massillon, O., has a contract 
for an iron bighwer. ridge over Black Creek in Bergen, 
N, ¥, Itis to be 106 ft, span and 16 ft. wide, 


Iron Notes. 

Emma Furnace, near Lewistown, Pa., belonging to the Lo- 
gan Iron & Steel Co., has gone out of blast for repairs, 
The Reading fron Works have started up their rolling mill 
in Reading, Pa., which has been idle for several weeks. The 
Pipe mill has also been started. 

uring the month of May the Pennsylvania Steel Co. pro- 
duced 9,834 tons of steel rails, 13,249 tons of Bessemer in- 
gots, 1,862 tons of open-hearth steel, 13,095 tons of bloom 
and 13,168 tons of pigiron. Tnere are now four blast fur- 
naces in full operation. 

It is stated that the machinery of the rolling mills at 
Mount Hickory, Pa., will be removed to Erie. 

The Lackawanna iron & Steel Co. bas been organized at 
Scranton, Pa. This is a new corporation which succeeds the 
Lackawanna lron & Coal Co. in the ownership and manage- 
ment of the blast furnaces and Bessemer steel works at 
Scranton and the iron ore aad coal interests there and else- 
where. The stockholders and otticers of the new corporation 
are thesame as those of the old one. 


Manufacturing Notes. 

The Pond Engineerinz Co. in St. Louis has taken a con- 
tract to build two pumping engines for the new water-works 
at baa pronee toe P< engines will A Ay Res Blake im- 
proved compound duplex pattern, and w ave a capacit 
of 1,500,000 gallons a day. ° caved 

The Passaic Machine Works of Watts, Campbell & Co. in 
Newark, N. J., are filling several orders for stationary 
engiues and heavy machine tools. 


The Rail Market. 
Steel Rails.—Quotations continue about $32 @$32.50 per 
ton at miil, and a considerable busi has been done in 
small orders. Tbe market is weaker and large cash orders 
could undoubtedly be placed at less than $32,as for some time 
past railmen have been uuwilling to accept orders unless for 
cash or first class security. 

Rail Fastenings.— Quotations continue uuchanged at 
$2.25 per 100 Ibs. for spikes at Pittsburgh and $2.50@$2.75 
for track bolts. Splice-bars are quoted at $1.70@$1.80 per 
lb. Toe demand continues light and prices are weak. 

Old Rails.—Very few sales of old rails are reported, and 
none of any size. The market is nominal at $20@$21 per 
ton at tidewater. 





Irish Sleeping-Cars. 

The Engineer says that the 5 ft. 3 in. gauge of the Great 
Southern & Western Company of Ireland has enabled it to 
build some capital first-class carriages, with lavatory ac- 
commodation and seats convertible into beds, for its night 
mail trains between Dublin and Cork. The convertible 
seats occupy about three-fourths of the width of the whole 
compartment, and when turned completely over disclose a 
soft wollen mattress and pillow, andu comfortablerug. As 
the journey is made in 54 hours, the need of a sleeping-car 
is not so pressing as on a longer run. 


Locomotive Boiler Explosion. 
An official Board of Trade Report has been published on 
the explosion of the outer shell of the fire-box of a pilot 
engine at Exeter station, on the Great Western Railway, 
England, Feb. 13. In concluding it Major Marindin says : 
“Tt is seldom that so accurate a description of the manner 
ia which a boiler exploded can be given as in this case, 
where the leading fitter and the driver actually saw the 
exact spot where the plate first commenced to give way. 
This spot was at the joint of the top plate and the left-hand 
side plate of the fire-vox shell, and at a point about 18 in. 
from the back of the box. An examination of the boiler 
shows that at this point, and more or less all along the 
joint, there wasa1 old flaw on the inside face of the butt- 
strip extending at some places through nearly a third of the 
thickness of the metal, and it is evident that the explosion 
was due to the weakness of this joint. The butt-strip at the 
corresponding joint on the other side is also flawed in a 
similar manner. This form of joint is a bad one. as where 
there is only one butt-strip an unequal strain is thrown on 
the two sides of the metal, and any small flaw is very liable 
to develop to a dangerous extent. The metal of the boiler- 
plate itself was in good condition. There are in all 18 
engines belonging to the company with similar joints, the 
whole of them having been built between 1870 end 1875. 
The joints in these are being strengthened by removing the 
outiide ,°, in. butt-strips and fitting instead two ,’, in strips.” 


Watering Stock. 


On the shore of the lake along side the Lake Shore track 
ata point near Waverley avenue, a queer-looking device 
looms up. Itisan upright standard with two arms like 
stove-pipes extending toward the track. The ends of these 
pipes are flattened out to throw a wide sheet of water. A 
heavy stock train, drawn by a double-header, stopped along- 
side this standard yesterday, and a brakeman climbed down 
from the train, and, by pulling a lever at the foot of the 
standard, sent a sheet of water gusbing in on the carloads 
of hogs as the train slowly moved on. Thus all the swine 
were given a shower-bath, aiter which the train sped on 
Buffaloward. Several carloads vf cattle in the same train 
evidently euvied the hogs, but cattle are never given rail- 
road shower-baths, About 46 hours are consumed in the 
trip of astock train from Chicagoto Buffalo. The law 
provides that stock cannot be kept on the road more than 
24 or 36 hours without water and feed, but the railroads 
get around the law by means of these standards, which give 
the hogs a little water externally and what they can sup 
from tue filthy floor of the cars. There are a dozen of these 
watering devices between Chicago and Buffalo.—Cleveland 


Herald. 
The Car Seal Contract. 


The contract for furnishing car seals for freight cars for 
custom-bouse purposes, with the necessary appurtenances, 
bas been awarded by the Treasury Department to E. J. 
Brooks & Co., of New York, for another year. They have 
now held this contract for several years. 


A Car for Live Poultry. 


A new thing in the way of railroad rolling stock is the result 
of the inventive genius for which Muncie, Ind., is becoming 
known in the Patent Office Department. [he new wrinkle 
is alive poultry car, so designed and constructed as to en- 
able the shipping of live fowls any distance by rail without 
any of the draw backs attending the handling of crates and 
baskets as now shipped. A descriptioh of the car will not 
fail to interest not only every railroad man but every ship- 
per of live poultry. The car is not unlike a stock car in gen- 
eral appearance, having four or five decks or floors far 
enough apart to accommodate standing poultry. Each deck 
may be separated by portable partitions into compartments 
or the length of the car may be thrown together. 

Each compartment is provided with a main door, which 
locks as hereafter descri each door has a sliding 
door, which locks independently, for use in transfer, A 
simple contrivance of rods and staples locks with a lever 
crank every door at once, and a storm-curtain protects the 
fowls in bad wea A feed and water trough, which 





allow the latter to splash out, tops off the completeness of 
the invention, for which a patent has been applied. 

The invention is the product of the brain of Traveling 
Freight Agent Wm. P. Jenkins, of Lake Erie & Western 
road, assisted by James L. Streetor, an extensive poultry 
dealer and shipper of Muncie.—Detroit Post and Tribune. 


Pneumatic Train Signals. 


For the past week Mr. L. C. Huber, of Huber, Ky., has 
been engaged in putting on the Pittsburgh, Cincionati & St. 
Louis road his pneumatic signal. The signal is an air whis- 
tle placed upon the caboose or last car of.a freight train. It 
consists of an eccentric_placed upon the axle of the car. The 
revolution of the axle while the car is in motion is the mo- 
tive power for the eccentric, which is connected to and oper- 
ates an airpump. From the pump air is forced into and 
corapressed in an air drum until a pressure of 90 or 100 pounds 
to the square inch is obtained. Leading out of the airdrum 
is a whistle pipe terminating above the roof of the caboose 
in a whistle, which is operated either from the inside or on 
op. of the caboose. ~ 

he object of this method of signaling by sound is to at 
alltimes and in any condition of weather put the train 
employés in instantaneous communication with one another, 
which has not been accomplished by any other system, and 
especially is the present method defective, being is by 
signs, the efficacy of which depends wholly upon whether 
the person for whom the signal is intended is looking in the 
direction of the signal being given. Mr. Huber has overcome 
this defect by controlling the men by sound, and the 
advantage of his system is that any man on the train who 
can hear is instantly controlled by the whistle. A test was 
given on the Little Miami road yesterday, and it proved 
satisfactcry. The run made was, however, one of but a few 
miles, but to-day atest will be made between here and 
Columbus.—Cincinnati Enquirer. 


An Old Virginia Furnace. 


A communication recently made to the Chronicle, a paper 
published at Charlottesville, Albemarle County, Va., con- 
tains some interesting information concerning one of the blast 
furnaces that were built and in operation in uhat state before 
the Revolution. The furnace referred to is briefly mentioned 
in Jefferson’s *‘ Notes on.the State of Virginia,” as being 
located in the County of Albemarle, and its owner’s name 
is given as one Old. The communication in the Chronicle 
says that in 1777 this furnace was then referred to as an 
“old furnace ” that was “ yet standing, tho’ somewhat out 
of repair,” but that it was proposed in the Virginia House 
of Burgesses to put it in blast, to aid by its product in ac- 
complishing the independence cf the colonies. This propo- 
sition took the form of a resolution appropriating a loan of 
£2,000 to one of the proprietors, whose share in the fur- 
nace was heavily mortgaged, to enable him to co-operate 
with his partners in putting the furnace in blast. The 
furnace was then said to have been owned by Messrs. Old, 
Wilkinson & Trent, and Wilkinson was the partner to be 
benefitted by the loan from the Virginia Treasury. The 
furnace appears to have been promptly put in blast, as 
Jefferson, whose ‘‘ Notes” were written in 1781 and 1782, 
says that the mines belonging to this furnace were then 
*“worked.” The name of the furnace is: not given, but 
Jefferson says that the mines belonging to it were on the 
north side of the James River, in Albemarle County. 


A Fatal Accident. 


On the morning of June 14 an excursion train on the 
Camden & Atlantic road met the regular passenger train 
on a curve near Haddonfield, N. J. At the point at which 
the accident took place the road is bounded on one side by a 
dense growth of timber which prevents the engineer from 
seeing the track for more than 150 yards abead. Both 
trains were runniog at a considerable speed and the wreck 
was complete, both locomotives being almost entirely 
destroyed, while both baggage cars and two passenger 
ecaches were piled upon top of them in a terrible wreck. 
Six of the trainmen, including both engineers, and two 
passengers were killed at once, one of the passengers being 
the Civil Engineer of the road. Three trainmen and five 
passengers were seriously hurt and a number of others were 
sligttly bruised and scratched. The cause of the accident is 
said to be the failure of the engineer of the regular train to 
stop at the preceding station, Ashland, where he had 
received orders to await the excursion train. Why he did 
not stop is, of course, unknown, as he was killed, but the 
conductor states that be received the orders and was positive 
that the engineer understood them. This is the first of the 
crop of accidents which usually follow the opening of the 
excursion season, and it ist» be hoped that it will remain the 
most fatal. 


Improvement in Road Crossings. 


The Erie is doing a very fine and wuch needed job in lay- 
ing a wide, new plank cressing over their tracks at Pike 
street. Road-master Bartlett suggested an improvement 
which will be appreciated by all owners of horses, Instead 
of having a deep gulley between the rail and the plank, he 
has caused a rail to be laid on its side, one of the thin flanges 
being about on a height with the rail, and the space being 
filled almost to the surface with a piece of bard wood. The 
narrow piece of the inverted rail forms a sure footbold for a 
horse should it chance to slip in wet or slippery weather, 
while it is impossible for the hoof of a horse to be caught 
between the rail and the platform. The new idea bas 
only to be seen to be appreciated.—Port Jervis (N, Y.) Gaz- 
ette. ° 


Blast Furnaces of the United States. 


The Iron Age publishes, as supplementary to its quarterly 
statement, a table giving a statement of the condition of 
the anthracite ar.d bituminuus furnaces of the United States 





on June 1. From it the following figures are taken: 
—— In blast.——. —Out of blast— 
No. Weekly No. Weekly 
capacity. capacity. 
Anthracite ............ 106 27,972 124 27,305 
Bituminous and coke. . 91 45.312 121 40,821 
CAR Pe eae 197 73,284 245 68,126 


As compared with the quarterly statement on April 1, 
this shows a reduction of une in the number of anthracite 
furnaces ip blast, but an increase of 360 tons in the weekly 
output reported; in bituminous furnr ces a reduction offour 
in the number, and of 1,833 tons in the weekly output. 
The totals show five furnaces less in blast than on June 1, 
making a decrease of 1,473 tons in the average weekly pro- 
duction of iron. 


Railroads in the Argentine Republic. 


Mr. J. W. Akeroyd, one of the oldest employés of the 
Central Argentine road, but just now in Mexico, gives the 
following description of the railroads of the Argentine Re- 





public in South America : 
The railroads in operation are in number, as follows ; 


holds food and water for a trip to the seaboard and will not! Central Argentine, from Rosario to Cordoba, 898 kilo- 
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metres. Manager, A. Fisher. Employés, oglish (by which 
is meant Americans and Englishmen) and natives. 

Andine, from Villa Maria to Mendoza. Manager, Mr. 
Villanueva. Employés, German, French and natives. 503 
kilometres. 

North Central (narrow-gauge) from Cordoba to Tucuman. 
Manager, A. Martin. Employés: mostly natives. 560 
kilometres. 

East Argentine, from Concordia to Caseras. Manager, 
a native. Employés, native. 150 kilometres. 

First Entre-Riano, from Gualazuaz to Puerto Ruiz. 
Manager, a native. Employes, native. 10 kilometres. 

Northern, from Buenos Ayres to Tigra. Manager, Mr. 
Crabtree, Employés, English and natives. 32 kilometres. 

Buenos Ayres & Campana. Manager, a native. Em- 
ployés, uatives. 65 kilometres. 

Western, from Buenos Ayres to Lobos. 
native. Employés, natives. 240 kilometres. 

Great Southern, from Buenos Ayres to Azul. 
Geo. Cooper. Employés, English and natives. 
metres, 

Buenos Ayres d& Ensenada. Manager, Arthur Shaw. 
Employés, English and natives. 63 kilometres. 

The railroads projected and under construction are eight 
in number, described as follows : 

Trans-Andine. Contractor Clark, kilometres. 1,280. 
From Buenos Ayres to Chili, via Mendoza, to cost $30,000,- 
000 gold. This road has guarantees and subventions from 
the Argentine and Chilian governments. Its constiuction 
will enab'e the trip from Mendoza to Vaiparaiso on the 
Pacific to be made in 48 hours, crossing the Andes at 
Uspallata Pass, througb a tunnel 3 kilometres in length. 

Buenos Ayres & Rosario. Kilometres, 296. Grantee, 
Mr. Billinghurst. Construction on this road bas not yet 
commenced. 

Parana to Concepcion. Kilometres, 248. This road will 
cros; the Province of Entre Rios from the Parana River to 
the Uruguay. 

Zucumanto Jujug and Salto. Kilometres, 360. This 
road will cost $10,000,000 and is building by the govern- 
ment. 

ow to Candalana. Kilometres, 50. Contractor, Mr. 
Casados. 

Azul to Bahia Blanca. Kilometres, 340. Contractors, 
Hume Brothers. Estimated cost, $7,000,000. Now con- 


sti ucting. 
Kilometres, 224. 


Manager, a 


Manager, 
410 kilo- 


Corrientes to Mercedes. 
menced. To cost $6,500,000. 

Concordia to Gualaguazchu. - Kilometres, 160. Work 
going on. Road to cost $4,000,000. 

The most important of these lines in construction are the 
Andine, from Mendoza to San Juan and the extensions from 
Tucumen to Jujug and Salto, and the Western & Southern 
of Buenos Ayres. 

Engine drivers are paid $100 gold per month. Mechanics 
and fitters $3.50 per day. Many of the lines are owned and 
building by the government under direction of the Bureau 
of National Engineers, mostly natives and Italians Those 
not Luilt by the government are chiefly or entirely owned in 
England. Most of the equipment im use, we believe, is 
English, but some orders for lscomotives and cars have 
recently been placed in this country. 


Work not com- 


Riding on the Platform. 


The Massachusetts Railroad Commissioners have made the 
following report of their investigation of arecent accident : 

‘Report on the death of Frank Hayes: On the evening 
of May 31, Mr. Hayes, who was riding, according to his 
custom, on the platform of a Boston & Albany Railroad car, 
fell from it at the Providence crossing, and died from the 
effects of a wound on the head. Ne special causa of the ac- 
cident is known. This sad death seems to give a fit occa- 
sion for calling the attention of all railroad managers in the 
state to the too general practice of allowing pa-sen- 
gers to occupy a dangerous position on the platforms 
of steam cars. It is true that an iron plate on each 
car gives notice that this is not ailowed. But it 
is equally true that, while intoxicated persons and 
young persons are warned away and prevented from re- 
maining, other passengers are habitually allowed to ride in 
places which are declared by this very notice to be danger- 
oas. Regulations forbidding this practice would, if en- 
forced, save many casualties. We are aware that such rules 
would cause some discontent. Few personal rights are more 
tenaciously cherished than tbe supposed rights of risking 
limb and life by walking on railroad tracks or by riding on 
car platforms. One practice is forbidden by law, the otber 
should be prevented by regulation. For it bas often been 
held that it is not only the right, but the duty of common 
carriers to make and enforce ail such rules as are necessary 
for the safety of their passengers. Numerous cases of acci- 
dent and death show that the enforcement of this rule is 
necessary.” 








THE SCRAP HEAP. 


He Knew Where She Was Going. 
*: Tickets, pleas,” said the conductor, a3 the train pulled 
out of the Grand Central station last night. 

“Ah, owing tomy delayed appearance at the deppo,” said 
a young lady passenger, ‘“‘caused by a most unfortunate 
chain of circumstances, quite uanecessary to particularize, 
I found it impossible to purchase a ticket in time to catch 
the train. Would it be conformable with the rules of the 
company, sir, it 1 were to tender my fare to you ?” 

** Not—not entirely,” gasped the frightened conductor. 
‘* Bu—but inthis case { will make itso, You fare to Bos- 


ton, Madame, is $5.”—New York Sun. 





It was Not a Train-robber. 


Aa incident whick occurred a day or two since is worth 
relating, as it may serve as a caution to messengers who are 
apt to place too wuch confiilence ia the integrity of blunder- 
busses and thiogs. Names need not be mentioned; but it 
may be said that the uffair occurred ina B. & M. express 
car within a bulf day’s ride of Denver. The car was full to 
overflowing with merchandise, crates of poultry, cases of 
eggs, and the usual botcbpetch mass of freight found in a 
Wescern express car. Eusconced among these, and supposed 
to be quite comfortably nestled ia 1ts own quiet corner, was 
one of ube formidable biuuderbusses, pregnaut with buckshot. 
kept in the vebicle for the benefit of gentlemen of the Younger 
aud James stripe. The train was petween statious, and the 
messenger was getting deliveries realy for the next stop- 
ping point, woen all at ouce there was a fearful explosion, 
vhe car was full of sm>ke and chicken screams and a mes- 
senger with blanched features and trembling knees looked 
inquiringly about, wondering from whicb quarter the next 
shoo wis comiag, and if all the train-robners on God’s 
green footstool bud broken loose from boxes in the car and 
were beat on his annibitation. While cogitating on the un- 
certainty of buman events, the smoke cicared sufficiently 
to enable him to discern bis trusty blanderbuss iying across 
the ear, breathing biue curls of sulphurous smo rom its 
iroa mouth, but other wise quite compused. 

The weapon bad accidentally been shifted from its reclin- 
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ing position against the inside of the car, and the jolting of 
the vehicle caused it to take a sudden tumble and demon- 
strate in the fal] how savage a kick it could make in its dis- 
comfiture. 

The scared messenger then felt himself all over to see if 
he were whole, and if his new spring suit bad been spoiled 
by perforations. Having satisfied himself in the negative 
on this score, he inspected his freight, and discovered that 
prematurely hatching a hundred or two eggs in ona of the 
cases was the only damage that had been done. He says he 
will chain the pesky thing up in future, or at least fix it so it 
won’t have an opportunity to scare him out of his wits and 
make him say a prayer before bed-time.—Denver Cor- 
respondence Express-Gazette. 


Fine Print on the Cars. 


The efforts of a train-boy to sell Remus a fine-print book 
the other day, suggested the thought that people who make 
books to sell aboard the cars might score a poiat in the way 
of an increased sale if they would pay more attention to the 
size of type they use and stop asking travelers to ruio their 
eyes by trying to read fine print. There is something invit- 
ing ahout a book printed in large type—especially to a tra- 
veler who is a reading person and is anxious for something 
to while away the time. Buta fine-print book has nothing 
restful in its appearance. It tires one just to glance at it ; and 
although a few foolish individuals risk their eyesight on this 
sort of literature, the majority of travelers would prefer the 
other more readable kind.—-St. Albans ( Vt.) Messenger. 


The Brakeman’'s Fun, 


‘‘T wish I was as rich as Vanderbilt,” said a brakeman as 
he smouged an orange from the train-boy and proceeded to 
pay for it in talk. “If I had that old duffer’s money I’d 
have some rare sport, I tell you.” 

‘* What would you do ?” inquired the train-boy as he re- 
moved the oranges from the brakeman’s reach. 

‘Well, I'd take a piece of railroad where two down 
grad2s meet; then at the bottom of the two hills I'd put up 
a big grand stand, and have lemonade and _ beer, and lunch 
counters, and all that sort of thing. Then I’d invite all my 
friends to come there, and when they’d all got comfortably 
fixed I'd show ’em some sport as was sport. I'd put one 
locomotive at the top uf the grade, two or three miles back, 
and tne other on the other side, the same distance away, and 
then I'd have ’em both started with full steam and wide open 
valve at the same time.” 

‘You would want a double track, of course,” said the 
train boy, *‘vour idea being to see which would pass the 
grand stand first, and so make a race of it.” 

“Double track fiddlesticks !” exclaimed the brakeman. 
““One track, you simpleton. Don’t you see the engines 
would run together right there in front of the people, and 
that collision would be one of the most magnificent spec- 
tacles ever witnessed by the human eye? But don’t give it 
away, ‘cause [’m going to copyright the idea and play it on 
shares with Barnum next year. The country’ll go wild over 
it. We'll have cheap locomotives made for our especial use, 
of course, and carry our own track with us. Then we’ll put 
an engineer on each engine, and they’ll do the grand jump 
act just before the collision, having something soft to light 
on, of course. Oh, there’s millions in it, cully. Lend me a 
dollar to buy postage stamps to write to Barnum with, and 
I'll make you a present of the lemonade privileges first sea- 
son.”—Chicago Herald. 


Going Mighty Fast. 


We were going west on the Great Western Division of 
the Grand Trunk, and the night was chilly for the latter end 
of May. 

“Hi! porter,” said the commercial man in the bunk 
overhead, “can’t you give us another blanket? It’s deuced 
cool to-night.” 

‘** Ain’t got another blanket, boss.” 

‘* Well, just see what you can do for a fellow,” said the 
c. m., puttiog his hand out through the curtains with a quar- 
ter in it.” 

** Dunno, boss, but I'll do what I can.” 

There was scarcely a perceptible pause in the porter’s 
measured tread as he passed our section 15 minutes later, 
but the curtains parted and a blanket went through the 
opening as if it had been shot out of a cannon. 

“Thought I felt somebody carrying off part of my bed 
clothes last night,” said a passenger in the further end of the 
ear as he worked himself into his boots in the morning. 

“Dunno, boss; went mighty fas’ Jas’ night, making up 
time; probably run from under ’um.”—Detroit Free Press. 


For Railroad Restaurants. 


It is a relief to turn from the dazzling glare of the political 
landscape and contemplate the springing up in the West of 
a true gastronomic reform. California has organized an 
anti-pie society. From the Pacific Coast is sounded the 
battle note of an army of sanitarians. Many of them doubt- 
less recall a kind father or tender mother long since banished 
from this world by an overdose of mince pie. Some may 
have wandered over the granite hills of New England and 
wept over its feeble inhabitants, the victims of the pie 
babit, and others probably have shuddered as they saw on 
the restaurant sign; of our great cities the advertisements 
of custard, apple, Washington, Marlboro and rhubard pies. 
The word pie has long been known to be an abbreviation 
for pizen (archaic: poison), and tbe reformers strike at the 
root of the evil by petitioning the state legislature for a law 
that will probibit the manufacture and sale of pie as ‘‘an 
indigestible article of food, detrimental alike to health and 
morals.” —Boston Advertiser. 


A Singular Accident. 


Passenger train No. 160 left the Erie Railroad depot at 
Newburg at 2:35 on Sunday afternoon for Greycourt. The 
train was drawn by engine No. 2U1, which was in charge 
of engineer Albert Johanson, his son Charles Johnson being 
fireman. When the train had finally reached a point about 
1% miles from the station, just above the tracks of the 
Pennsyivania Coal Co,, the fireman stepped down from the 
cab to the tank, and was in the act of opening the furnace 
door, preparatory toshoveling in cual. Without any waro- 
ing the door burst open, and a large sheet of flame shot out 
of the openiog. ‘his was caused by cinders clogging 
up the smoke stuck. ‘The fireman stepped to the 
side of the tank as quickly as possible, but not until 
tbe flames bad burned nis bands and arms, and singed his 
face somewhat. He grasped the handle of the cab, intend- 
ing to get as far as possible away from the flames. In doing 
so ne was precipitated to the ground. Strange as it may 
appear, Mr. Johnson was not injured by the fall. In the 
meantime the engineer endeavored to close the furnace 
doors. In the effurt bis bands were burned, one of his boots 
was burned, and his overails caught fire. When he suc- 
ceeded in stopping the train the flames became subdued. 
The fireman was taken aboard the train and left at Dick- 
son’s switch, where he boarded a switch engine and was 
brought back to Newburg, his home, and a doctor called. 
The patient is doing well, and no serious results are ex- 
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pected. His escape from death was remarkable, not alone 
on account of the danger he encountered from the flames, 
but in falling from the engine. Engineer Johnson pluckily 
stuck to bis engine and ran the train safely to Graycourt 

returning to Newburg in the evening. The woodwork o 

the cab, both of the exterior and interior, was burned to 
some extent.—Port Jervis (N. Y.) Gazette, June 17. 





@eneral Mailroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 

Chicago & Northwestern, special meeting, at the office in 
Chicago, June 26. 

Louisville, New Orleans & Texas, special meeting, in New , 
Orleans, July 22, to complete the consolidation of the sev- 
eral companies making up the line. 

Vicksburg d& Meridian, adjourned annual meeting, at the 
oflice in New York, July 16, at noon. 


Dividends. 


Dividends have been declared as follows: 


Albany & Susquehanna (leased to Delaware & Hudson 
Canal Co.), 314 per cent., semi-annual, payable July 1. 

Boston & Lowell, 234 per cent., semi-annual, payable July 
1, to stockholders of record on June 14. 

Chicago, St. Paul, Minneapolis & Omaha, 1% per cent., 
quarterly, on the preferred stock, payable July 21. Transfer 
books close June 30. 

Connecticut River, 4 per cent., semi-annual, payable July 
1, to stockholders of record June 16. 

Fitchburg, 24¢ per cent., semi-annual, payable July 1 to 
stockholders of record on June 16. This company drops 
from 8 to2\ per cent. 

Morris & Essex (leased to Delaware, Lackawanna & 
Western). 34% per cent., semi-annual, payable July 1. 

New York, Lackawanna & Western (leased to Delaware, 
— & Western), 14% per cent., quarterly, payable 

uly 1. 

New York, New Haven & Hartford, 5 per cent., semi- 
annual, payable July 1. 

Northern Central, 4 per cent., semi-annual, payable July 
15 to stockholders of-record on June 30. 

Rensselaer & Saratoga (leased to Delaware & Hudson 
Canal Co.), 4 per cent.. semi-annual, payable July 1. 

Rock Island & Peoria, 24% per cent., semi-annual, 
declared June 11. 

Staten Island, 1 per cent, payable June 25. 
books close Juue 20. 








Transfer 


Railroad and Technical Conventions, 


Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

General Baggage Agents’ Association, semi-annual meet- 
ing, io Boston, on Wednesday, July 16. 

Traveling Passenger Agents’ Association, annual meet- 
ing, in Denver, Col., on Tuesday, Aug. 12. 

Western Association of General Passenger d& Ticket 
Agents, adjourned meeting, in Minneapolis, Minn., on Wed- 
nesday, Aug. 13. 

Train Dispatchers’ Association, preliminary meeting, to 
— an association, in Louisville, Ky., on Wednesday, 

ug. 20. 

Master Car- Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road-Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 
nage semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

New England Railroad Club, first monthly meeting for 
the season, at the rooms in the Boston & Albany station in 
Boston, on Wednesday, Sept. 24. ; 

New England Road-Masters’ Association, annual conven- 
tion, at White River Junction, Vt., on Wednesday, Oct. 8. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Association, annual conven- 


tion, in New York, on Wednesday, Oct. i5. 


Railway Employes’ Mutual Benefit Association. 


The fourteenth annual meeting of the Railway Employés 
Mutual Benefit Association was held in Chicago, June 12. 
In the absence of the President Mr. John Dunn occupied 
the chair. The Treasurer’s report showed a balance on 
hand June 1, 1883, of $642. Collections Wuring the year 
amoubted to $13,651, making the total receipts $14,298. 
The losses paid amounted to $14,171, ?eaving a balance of 
$122 on band. The usual routine business was transacted 
and as:ecial committee was appointed to examine into the 
affairs of the Association with a view of extending its fu- 
ture usefulness. 


Baltimore & Ohio Employes’ Relief Association. 


The May sheet of tbis Association shows the payment of 
965 benefits to members during the month, as follows: 
Main Stem, Transportation Department, 118; Machinery 
Department, 252; Road Department, 135; Baltimore & 
Philadelphia, 3; Pittsburgh Division, 86; Trans-Ohio: divi- 
sions, 184; physicians’ bills, 192; total, 965. The largest 
single payment during the month was one of $1,000 to the 
= and heiress of Frank Houck, brakeman, accidentally 
killed. 


Train Dispatchers’ Association. 


A large meeting of train dispatchers was held in Louisville 
June 15, to make preliminary arrangements for the conven 
tion which has been called to meet in that city on Aug. 
20 next. Committees were appointed on reception and en- 
tertainment, and resolutions were adopted inviting all 
train dispatchers to attend the convention, and requesting 
the proper officials to furnish transportation to those who 
desire to attend. Mr. W. M. Marshall, of Louisville, is 
Chairman of the Local Committee, and will answer all in- 
quiries in regard to the convention. 


Yard-Masters’ Mutual Benevolent Association. 


The Yard-masters’ Mutual Benevolent Association met in 

Atlanta, Ga., June 11, about 80 delegates being presant. 
The meeting was opened by au address of welcome by Mr. 
Albert Wrenn, of the Western & Atlantic road, to which 
President Cameron, of the Asso:iation, responded in an ap- 
propriate manner. S-veral other addresses were made and 
several invitations to visit points of interest in the neigh- 
borhood of Atlanta were received. The first business in 
order was tbe selection of -a place for the next convention 

and Philadelphia was chosen, The afternoon was dev 














Ea © o 


TROELIUTE 





JUNE 20, 1884] 





THE RAILROAD GAZETTE. 


471 








to the consideration of the report of the Executive Com- 
mittee, which was discussed with closed doors. 

On the following day the reports of the other standing 
committees were received and disposed of, and several 
amendments were adopted to the constitution and by-laws. 
Officers were elected for the ensuing year, and other routine 
busidess disposed of, and then the convention adjourned. 
The delegates received many pleasant attentions from the 
citizens of Atlanta during the continuance of the conven- 
tion. 

Engineers’ Club of Philadelphia. 


The regular monthly meeting of this Club was held in Phiia- 
delphia, June 7, President William Ludlow in the chair, 27 
members and 3 visitors present. 

The President announced, in relation to the question of 

new and enlarged quarters for the Club, that a house could 
be obtained in the fall, in Girard street, and requested the 
members to be prepared to discuss and act upon the subject 
at the next meeting. 
« Mr. William H. Ridgway described a simple crane, con- 
sisting of a cylinder hung from the jibs of an ordinary foun- 
dry crane and using the steam directly to hoist the load; 
and also an elevator, in which water, receiving pressure 
from the direct application of steam acting upon a piston 
carrying a rack, gave motion to a shaft carrying a pinion 
and drum wheel. 

Mr. C. Henry Roney exbibited specimens of ‘“‘ American 
Sectional Electric Underground Conduits” as laid in Phila- 
delphia, describing the method of their construction in de- 
tail, the difficulties encountered in avoiding the present 
underground works, the manner of introducing and arrang- 
ing the wires, and the behavior of the electric currents 
therein. 

Prof. L. M. Haupt supplemented his paper of May 17, upon 
‘* Rapid Transit,” by an interesting collection of statistics of 
the growth of the city from the time of the ‘‘ pack-horse” 
to the present, and showed, by maps, that his previous state- 
ments were verified by these statistics. 

Mr. A. E. Lehman exhibited to the Club a model of a new 
protractor, and described the invention and the improve- 
ments be has made in it. It consists of a combination of 
protractor, T-square, scales, etc., which may be worked sep- 
arately or together. Asa protractor only, it is complete, 
being graduated to degrees and fractions thereof and pro- 
vided with a vernier reading to three minutes. It can be 
used, like an ordinary paper or ivory protractor, for basty 
plotting. and combines triangles and scales in one instru- 
ment. For careful and precise work it is said to be equal to 
the best special instrument and to be no higher in price. 

Mr. E. V. d’Invilliers read a paper on ‘‘Some Character- 
istics and the Mode of Occurrence of the Brown Hematite 
(Limonite) Ores in Central Penna,” teking for his field of 
illustration the Lower Silurian limestone valleys of Centre 
County. 

Prof. L. M. Haupt called the attention of tbe Club to a 
bill pending in Congress to consolidate the U. S. Cuast and 
Geodetic Survey with the Navy Department. 

Captain 8. C. McCorkle, of the Coast Survey, who was 
present, explained the effect that its passage would 
bave upon the future of the work, and President Lud- 
low gave, from his own experience and knowledge, the rea- 
sons why this change was contemplated. The Secretary 
read his correspondence with Hon. 8S. J. Randall upon the 
subject, and expressed what he believes to be the unani- 
mous sentiment of the civil engineering profession of the 
country, against any interference with a survey, the perfec- 
tion of whose results is proverbial, and against any in- 
crease of the already unwise and unjust discrimination of 
the government against thoroughly competent civil en- 
giseers, and in favor of a class who often (but with notable 
exceptions) have comparatively tut little ability, and whose 
only claim is that the government has attempted to educate 
them and must, therefore, seem to provide them with some- 
thing to do. 

As no action could be taken until the next business meet- 
ing, the Chair appointed Prof. L. M. Haupt, Mr. Rudolph 
Hering and the Secretary a committee to prepare a resolu- 
tion upon the subject for presentatioh to the Club at that 
meeting. 


ELECTIONS AND APPOINTMENTS. 


Buffalo, New York & Philadelphia.—The following cir- 
cular from President G. Clinton Gardner, is dated New 
York, June 5: 

**General Manager Oliver Watson, having tendered bis 
resignation, the same is accepted and the position of General 
manager is hereby abolished. 

‘““The duties of General Manager under the organization 
devolve upon General Superinteadent George S. Gatchell.” 


Burlington. Cedar Rapids & Northern.—The board has 
elected C. J. Ives, President, in place of Joshua Tracv. de- 
ceased, and Robert Williams (late Superintendent), Vice- 
President and General Superintendent, to succeed Mr. Ives. 








Chicaqo, Milwaukee & St. Paul.—The following circular 
from General Passenger Agent A. V. H. Carpenter, is dated 
Milwaukee, Wis., June 10 

“Mr. S. T. Seely having resigned the position of Travel- 
ing Passenger Agent for this company in New York state 
(outside of New York city). to accept the Ticket Agency of 
the New York, Lake Erie & Western Railwav, at Elmira, 
N. Y., Mr. William Wallace Heafford will hereafter have 
charge of the territory named above. He will also, until 
otherwise ordered, continue in charge of the passenger busi- 
ness in the province of Ootario, with the title of Hastern 
Passenger Agent. His beadquarters for Ontario will remain 
at No. 28 Front street, Eist, Toronto, Ont.; for New York 
state, at Buffalo, New York.” 


Chicago, Milwaukee & St. Paul Proprietary Lines.—At 
the annual meetings in Chicago, June 9, officers were chosen 
as follows: Chicago & Evanston.—President, J. C. Easton; 
Directors. Julius Wadsworth, W. Wadsworth, Edwin 
Walker, E. K. Hubbard. Chicago & Lake Superior.— 
President, J. C. Easton; Directors, Julius Wadsworth, Philip 
Wadsworth, T. W. Wadsworth, Edwin Walker, James Still- 
man, E. K. Hubbard: Secretary, T. W. Wadsworth. 


Chicago & Pensacola Grand Trunk,—The directors of 
this new company are: Jacob Guttman, Aberdeen, Miss ; 
J. W. £ tillwell, Selma, Ala.; De Witt C. White. Moulton, 
Ala.; H. M. H. Smith. Montgomery, Ala.; M. G. Kennedy, 
Birmingham, Ala.; George H. Parker, Julius Danner, 
Cc. C. W. Smith, John A. Johnson, Abraham Austin, Cull- 
man, Ala. The board has elected C. C. W. Smith, Presi- 
dert; Julius Danner, Secretary and Treasurer; H. M. 
Smith, Assistant Secretary. 

Chicago, Rock Iskand & Pacific.—Mr. Avery Moore has 
been appointed Freight Agent for Colorado and New Mexico, 
with office in Denver. 

Chicago, St Paul, Minneapolis & Omaha.—At the annual 
meeting in Hudson, Wis., June 7, the following directors 
were chosen: Marvin Hughitt, Albert re W. K. Vander- 
bilt, Cornelius Vanderbilt, A. H. Wilder, J. D. Howe, J. M. 
Whitman, H. McK. Twombly, C. M. Depew, M. L. Sykes 
W. D. Washburn, W. L. Scott. Messrs. Winter, Howe an 
Whitman are the new directors, 





The officers elected were: Marvin Hughitt President ; 


M. L. Sykes, Vice-President and Treasurer; Edwin E. 
Woodman, of Hudson, peng 74 ; Executive Committee : 
Marvin 5 i en Albert Keep, M. L. Sykes, W. K. Vander- 
bilt and J. D. Howe. 


Cincinnati, Hamilton & Dayton.—At the annual meeting 
in Cincinnati, June 17, the following directors were elected: 
H. J. Jewett, George R. Blanchard, New York; Jarvis M. 
Adams, Cleveland; C. C. Waite, F. H. Short, E. A. Fergu- 
son, William Hooper, John Carlisle, William A. Proctor, 
Cincinnati. 


Columbus & Maysville—At the annual meeting at 
Hillsboro, O., Mav 27, the aos directors were chosen : 
C. 8. Bell, F. J. Picard, J. H. Jolly, W. R. Smith, R. T. 
Hough, D. F. Scott, J. H. Strain. The board re-elected C. 
S. Bell President ; W. R. Smitb, Secretary ; E. L. Ferris, 
Treasurer: 8. Feike, Superintendent ; and F. J. Picard, 
General Manager, Columbus, Ohio. 


Detroit, Mackinac & Marquette.—At the annual meeting 
in D-troit, Mich.. June 9, the following directors were 
elected: James McMillan, Join 8S. Newberry, Hugh Mc- 
Millan, Francis Palms, Gsorge Hendrie, Wm. B. Moran, 
F. E. Driggs. G. Q. Seney. The board elected James Mc- 
Millan President; Jobn 8S. Newberry Vice-President; Hugh 
McMillan Secretary and Treasurer. 


Dubuque & Dunleith Bridge Co.—This company has 
elected W. B. Allison, President; Gen. Booth, Secretary and 
Manager: H. L. Stout, Treasurer. It is controlled by the 
Illinois Central. 


Eastern & Western Air Line, of Illinois.---The directors 
of this company are: C. L. Conkling, F. L. Matthews, J. C. 
Conkling, H B. Buck, George H. Souther, Springfield, IIL ; 
Thomas W. Osborn, 8. L. Merrill, G. E. Hubbard, David 
Philiips, New York. 


Gainesville & Dahlonega.—At the annual meeting of the 
stockholders of this road at Gainesville, Ga., June 12, the 
following officers were elected: President, W. P. Price; 
directors, A. D. Candler, A. Rudolph, G. W. Walker, C. C. 
Sanders, 8. C. Dunlap, Gainesville; F. W. Hall, N. F. 
Howard, W. J. Worley, P. M. Sitton, J. P. Imboden, 
Dahlonega, Georgia. 


Grand Rapids & Indiana.—Mr. Chas. F. Clugston is ap- 
pointed Traveling Freight Agent of this company, with head- 
quarters at Grand Rapids, Mich. The headquarters of Mr. 
Geo. 8. Fowler, Traveling Freight Agent, have been changed 
to Fort Wayne, Indiana. 


Louisville, New Albany & Chicago.—It is stated that Mr. 
C. C F. Bent, now Superintendent of Transportation, will 
succeed Mr. John McLeod as General Superintendent. 


Master Car-Builders’ Association.-At the annual con- 
vention in Saratoga last week the following officers were 
elected for the ensuing year: President, Leander Garey ; 
First Vice-President, Wm. McWood; Second Vice-President, 
J. W. Cloud; Third Vice-President, B. K. Verbryck; Treas- 
urer, John Kirby; Executive Committee, F. D. Adams, 
Joseph Townsend, G. W. Rhodes. 


Missouri Pacific —Mr. J. C. MeQuistor bas been ap- 
pointed Road-Master. He was recently on the Cincinnati, 
Indianapolis, St. Louis & Chicago road. 


New York, Lake Erie & Western.—Mr. John N. Abbott, 
General Passenger Agent of tbis road, makes the following 
annouucement: ‘‘H. A. Milford bas been appvinted City 
Passenger Agent at Elmira, and will have special charge of 
the outside passenger and excursion business. S. T. Seely 
will succeed Mr. Milford as ticket agent at the Elmira de- 
pot. Both appointments took effect June 10.” 


New York, West Shore & Buffalo.—The following circu- 
lars from the Receivers are dated New York, June 9: 

“* You will please take notice that we (Horace Russell and 
Theodore Houston) have this day been appointed Receivers 
of the New York, West Shore & Buffalo Railway, under 
and by virtue of orders of the Supreme Court of the state 
of New York and of the United States Circuit Court for the 
District of New Jersey, and have taken possession of the 
property of said corporation, and entered upon the dis- 
charge of our duties. All agents and employés are re- 
quested to continue properly and faithfully to discharge 
tneir various duties as heretofore, until further directions 
are given. J. D. Layng has been appointed General Man- 
ager, with all powers heretofore exercised by him, and will 
be obeyed and respected accordingly.” 

“Mr. F, E. Worcester baving been appointed Treasurer 
for the Receivers, all moneys now in hands of, or hereafter 
received by agents and others for accountof the New York, 
West Shore & Buffalo Railway Co., will be held for account 
of the Receivers, and transmitted to the Treasurer at No. 15 
Broad street, New York, in usual form. Mr. J. W. Rein- 
hart bas been appointed General Auditor for the Receivers, 
through whom all settlements of freight, ticket and other 
accounts should be made.” 


Northern Pacific Terminal Co.—At the annual meeting in 
Portland, Oregon, June 16, the following directors were 
cbosen: Edward 8. Adams, Robert Harris, T. J. Coolidge, 
Henry Viilard, C. H. Prescott, Henry Failing, C. H. Lewis, 
R. Koehler, C. A. Dolph. 


Ohio & Baltimore Short Line.—This company bas elected 
J. B. Washington, President; W. W. Smith, Wm. Work- 
man, 8S. Spencer, H. S. Burgesser, 8S. K. Harris, Johns Mc- 
Cleave, Directors; W. W. Smith, Secretary; Wm. H. Ijams, 
ee The company is controlled by the Baltimore & 

io. 


Oregon Improvement Co.— At the annual meeting in Port- 
land, Oregon, June 16, the following directors were chosen : 
William Endicott, Jr., N. P. Hallowell, J. J. Higginson, 
Elijah Switbh, John Muir, C. H. Prescott, C. J. Smith, D. F. 
Thompson and William 8. Libson. 


Oregon Railway & Navigation Co.—At the annual meet- 
ing in Portland, Ore., June 16, the fotlowing directors 
were chosen: T. Jefferson Coolidge, William Endicott, Jr., 
N. P. Hallowell, Boston; Elijah Smith, Jcbn H. Hall, 
New York; Charles L. C.lby, Milwaukee; W. S Ladd, 
Henry Failing, H. W. Corbett, C. A. Dolph, ©. H. Prescott, 
L. Brooke, C. it. Lewis, Portland. 


Oregon & Transcontinental Co.—At the annual meeting 
in Portland, Oregon, June 16, the following directors were 


H chosen: Elijah Smith, T. J, Coolidge, William Endicott, Jr., 


Charles L. Colby, M. C, Whitney, Brayton Ives, N. P. Hal- 
Jowell, J. J. Higginson, C. H. Prescott, Henry Failing, D. H. 
Lewis, C. J. Smith, C. A. Dolph, W. S. Ladd, R. Koehler, 
Joseph Simon and William Ladd. 


Pine Bluff & SwanLake.—The directors of this new 
road are: CU. M. Neel, M. L. Bell, T. F. Burks, C. M. Neel, 
Jr., and A. A. Neel, all of Pine Bluff, Arkansas. 


Pontiac, Oxford & Port Austin.—Mr. C. C. Jenkins, has 
been appointed General Passenger and ‘licket Agent of this 
road, with headquarters at Pontiac, Mich. He was lately 
on the Port Huron & Northwestern, 











Port Huron & Northwestern.—Mr. Ernest Ingersoll has 
been appointed Auditor of this road. 


Port Jervis & Monticello.—At a meeting held in New 
York, June 2, the following directors were chosen: Henry 
Day, F. J. DePeyster, Benjamin L. Swan, Jr., W. Alexan- 
der Smith, James W. Hayward, Gordon Norrie, Edward H. 
Bormer, Robert E. Livingston, Clinton V. R. Ludington. 
Mr. Day was chosen President and M. V. Heller General 
Manager. 


Railway Employés’ Mutual Benefit Association.—At the 
annual convention in Chicago, last week, ©. L. Rising was 
elected President; D. Kenyon. Vice-President, and C. F. 
Ressequie, Secretary. Messrs. Frank 8S. Bagg, W. V.Doolictle 
— R. Head were chosen directors to serve until Jane, 


Rock Island & Peoria.—At the annual meeting in Rock 
ror IiJ., June 11, the old directors and officers were re- 
elected. 


St. Joseph & Western.—At a meeting held in St. Joseph, 
Mo., last week, the fullowing directors were chosen: Fred. 
L. Ames, Elisha Atkins, Ezra H. Baker, F. Gordon Dexter, 
Henry McFarland, Charles F. Adams, Jr., Boston; James 
H. Benedict, Francis H. Williams, James C. Parrish, Sid- 
ney Dillon, William C. Strauss, New York; Etias C. Bene- 
dict, Connecticut; Winslow Judson, St. Jcseph. 


St. Paul d& Sioux City.—At the annual meeting in St. 
Paul, June 7, the following directors were chosen: M. 
Hugbitt, W. K. Vanderbilt, Cornelius Vandervilt, Albert 
Keep, M. L. Sykes, E. W. Winter, E. F. Drake, Jobn L. 
Merriam, C. H. Bigelow, A. H. Wilder, J. M. Whitman, J. 
B. Redfield, George A. Hamilton, H. McK. T'wombly, C. M. 
Depew. Atasubsequent meeting of the directors the fol- 
lowing officers were elected : M. Hughitt, President ; E. F 
Drake, Vice-President ; M. L. Sykes, Treasurer ; George A. 
Hamilton, Secretary ; George A. Hamilton, Local Treasurer ; 
8. O. Howe, Assistant Secretary. 


Southwestern, Arkansas & Indian Territory.—The direc- 
tors of tois new road are: J. A. Smith, Guidon, Ark.; F. B. 
Vandorn, Smithton, Ark.; J. 8. Ross, J. J. Young, Oka- 
lona, Ark.; 8. C. Martin, Little Rook. 


Union Pacific.—At a meeting of the board held in New 
York, June 18, Mr. Charles Francis Adams, Jr., was chosen 
President of the company in place of Sidney Dillon, resigned. 


Virginia & Truckee—At the annual meeting in Virginia 
City, Nev., June 2, the following directors were chosen: D. 
O. Mills, Wm. Sharon, H. M. Yerington, I. L. Requa, J. W. 
Eckley, D. L. Bliss, J. E. Wratten, W. H. Blauvels, H. P. 
Cohen. At a subsequent meeting of the board the following 
officers were elected: D. O. Mills, President; H. M. Yering- 
ton, Vice-President and General Superintendent; E. B, 
Yerington, Secretary ; Bank of California, Treasurer; D. A. 
Bender, General Freight and Passenger Agent. 


Yard Masters’ Mutual Benevolent Association.—At the 
annual convention in Atlanta, Ga., last week, the following 
officers were chosen: President, J. C. Campbell, Derry, Pa. ; 
First Vice-President, W. J. Kenny, Chicago; Second Vice- 
President, J. J. Catlin, Jersey City; Secretary and Treas- 
urer, Joseph Sanger, Indianapolis; Executive Committee, 
John Hicks, George F. David, E. A. Cooper, George J. 
Johnson and 8. F. Randall. 








PERSONAL. 


—Mr. Leavitt Burnham, Land Commissioner of the Union 
Pacific road, has been appointed a member of the board of 
regents of the State University of Nebraska. 


—Mr. Sidney Dillon bas finally retired from the presidency 
of the Union Pacific Co., bis resignation, tendered on ac- 
count of ill health, having been accepted June 18. 


—Mr. W. H. Burr, late of the Mexican National road, has 
been appointed Engineer to the Venezuelan Government in 
South America, with headquarters at Carracas, Venezuela. 


—Mr. Frank Fenton, Civil Engineer of the Camden & At- 
lantic road, was killed June 14, ina collision between two 
passenger trains on that road. He was riding on one of the 
trains as a passenger. 


—Colonel William McCandless died in Philadelphia, June 
17, after a long illness resulting from a wound received dur- 
ing the war. He was 49 years old, and early in _ life was 
for several years an engineer on the Pennsylvania Railroad, 
but left that position and afterward became a lawyer. From 
1874 to 1878 Colonel McCandless was Secretary of Internal 
Affairs of Pennsylvania. 


—Dr. Samuel Ingalls, a well known physician and a di- 
rector of the Boston, Winthrop & Shore Co., was struck by 
a locomotive while crossing the track near his residence in 
Winthrop, Mass., June 11, and so severely hurt that he died 
the same day. He was the first projector and President of 
the Boston & Wiothrop Co., afterward consolidated with 
the Boston, Winthrop & Shore. 


—General A. M. West, who was nominated for Vice 
President on the ticket with General] Butler by the Green- 
back National Convention, is an old railroad man, baving 
been for a number of years Vice-President of the Mis-issip- 

i Central Co.and afterward connected with the consolidated 

ew Orleans, St. Louis & Chicago. A Texas paper says 
that General West is well known in that section as a stump 
speaker. He weighs 225 pounds, can eat dinner enough for 
tbree men and has a voice which can be distinctly heard for 
two miles. If General West should take the stump he would 
make a lively campaign. 


—German papers note the death of Mr. John Blekinsop, 
who was engaged by the Vauxhall Foundry, of Liverpool, 
to set up the locomotives built by it tor the Brunswick & 
Wolfenbiittel Rairoad, which was the first state railroad in 
Germany, and toinstruct the Germans to run them. He 
ran the first train on this road in 1838, and was soon put in 
charge of the locomotive department of the road, which posi- 
tion he held till his death, training a great vumber of Ger- 
man locomotive engineers, and commanding their respect 
and devotion in a remarkable manner. [n 1842 he built the 
first locomotive constructed on the continent. Mr. W. 
Clauss, an engineer trained under Blekinsop in these early 
years, says that at that time the men in the shops imitated 
bis in manner and speech, a strange mixture of Geman and 
Eoglish prevailing in the shops, as for some time he depended 
upon an ivterpreter to make himself understood. Bienkiu- 
sop was a Newcastle man, born in 1813, within a few miles 
of Wylam, the scene of George Stephenson’s early work. 








TRAFFIC AND EARNINGS. 


East-bound Rates. 
The following is the official statement of the action of the 
Joint ve Committee at its meeting held on June 13: 
“ At the meeting of the Joint Executive Committee, held 
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to-day, it was agreed that the following articles in carloads, 
now in the eighth class, be placed in a special class, viz.: 
Grain, flour, feed, bran, meal, middlings, oilcake and meal, 
and cottonseed cake and meal, and that, taking effect on 
June 24 next, the rates thereon shall be on th basis of 20 
cents per 100 pounds from Chicago to New York, and that, 
taking effect July 21 prox., the rate will be advanced to 
the basis of 25 cents per 100 pounds; also that, taking 
effect ou the same date, the rate on the seventh class 
and live hogs will be on the basis of 25 cents per 
100 pouuds, and on the ninth class 30 cents per 100 pounds 
from Chicago to New York, and, taking effect July 21 
prox., the rates on these classes will be further advanced to 
the basis of 30 cents on the seventh class and Jive hogs. and 
35 cents on the ninth class from Chicago to New York ; 
also that, taking effect June 24 next, the rates on the fol- 
lowing articles will be on the following basis: Chicago to 
New York, eighth class, excepting articles included in the 
above-mentioned special class, 25 cents per 100 pounds; 
high wives, whiskey, alcohol and domestic spirits in car- 
loads at $20 valuation of leakage, 35 cents per 100 pounds. 
Rates on high wines, etc., on less than car-loads, and on 
grass seed of all kinds in any quantity, will be restored to 
the published tariff rates in the several classesin which they 
are placed in the official classifications of east-bound rates.” 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Five months ending a 31: 
1 





1882. Ine. or Dec. Pe 
Ala. Gt. South... $439,795 $408,434 I. $31,461 7.7 
Char., Col. & A.. 319,600 349,685 D. 30,085 8.6 
Ches. & Ohio 1,439,603 1,473.014 D. 33,411 2.3 
Cin., N. O. & T. P ,004,823 648.646 IL. 56,177 6.0 
Cin., W. & Balt 671,388 716,343 Dz 44,955 6.3 
Cleve., Ak. & C.. 181,273 203.888 D. 22,615 11.1 
Col. & Greenville. 270.707 335,090 D. 64,383 19.0 
Eliz., Lex. & B.S. 269,051 260,605 I. 8,446 3.2 
Florida Ry. & N 
DO waaieNet. wnwee 440,292 372.023 L. 68,2 18.1 
Grand Trunk... 6,704,667 7,539.374 D. 834,707 11.0 
Gulf, Col. & 8. F. 669.574 697,544 D. 27.670 3.9 
Iud., Bloom. & W. 1,024,608 1,169,940 D. 145,332 12.5 
Kansas City, Ft. 

Scott & Gulf... 966,570 751.812 I. 214,758 24.6 
Kan. City, Spr. & 

PD: nbd aslen hoe a a ee ror 
Little R. & Ft. S. 192,388 212.184 D. 19,796 9.4 
Little Rock, M. R. 

a 130,839 162.187 D. 31357 19.3 
N. O. & Nor’east. 161,318 31,322 I. 129.996 415.¢ 
Rich. & Dan ... 1,573,283 1.506.115 L 67,168 4.5 
South Carolina.. 521,565 570,014 D. 48,449 8.5 
St. L,A.&T. H.: 

Main Line .... 585.463 597,959 D. 12,496 2.1 

Belleville Line. 323,033 336,299 D. 13,266 4.0 
Vicksburg & Mer. 192,400 201,876 D. 9,476 4.7 
Vicks., Shreve. & 

PRE anasnss 49,083 31.582 I. 17,501 55.4 
Va. Midland..... 604,271 605,281 D. 1,110 0.2 
Western N.C.... 161,306 123,103 I. 38,203 31.1 
Wis. Central. .. 615, 125 50,180 I. i 5 9.38 

Four months ending April 30 : 

Bur., C. R. & No. $350-752 $855.570 D. 818 0.5 

Net earaings’.. 251,601 215,568 I. 36.033 16.7 
Des M. & Ft. D.. 07,348 93,694 I. 13,654 14.3 

Net earnings... 78,248 21,252 I. 6,996 33.3 
Union Pacific.... 7,188,554 4,345,113 D. 1,156560 13.8 

Net earnings... 2,300,592 4,143,606 D. 1,843,014 44.5 

Month of April: 

Bur.,C. R. & N. $217,576 $218,253 D. $677 0.3 

Net earnings... 71,775 74,222 D. 2,447 3.3 
Cin., Ind., St. L. & 

| EE Sore 197,758 193,141 I. 4,614 2.4 

Net earoings.. 79,723 71,791 I. 7,932 11.0 
Des M. & Ft. PD. 28,94 23,183 1. 4,866 21.0 

Net earnings... 6,162 5,940 L. 222 3.7 
Union Pacific... ‘2.128.965 2,363,277 D. 234.312 9.9 

Net earnings.. 951,940 1,284,034 D. 332,094 25.9 

Month of May: 

Ala. Gt. South.. $88,514 $78 359 I. $10,155 13.6 
Char., Col. & A.. 48,241 47.962 I. 27 0.5 
Ches. & Ohio ... 283.100 331,173 D. 48,173 145 
Cin., N. O. & T. P. 219.147 208,208 IL. 10.939 5.3 
Cin., W. & Balt.. 431,717 133,859 D. 2,142 1.5 
Cleve., Ak. & Col. 40.211 44,251 D. 4,040 9.1 
Col. & Greenville. 36,637 37,308 OD. 671 1.8 
Eliz., Lex. & B.S. 58,332 56,629 L 2,705, 4.7 
Florida Ry. & N. 

RE eee ines 86,117 74,798 I 11,319 15.1 
Georgia Pacific. . 47,014 “ee haat Raat X= 

Net earnings... 17,491 tes owe : “ye 
Grand Trunk.... 1,227,003 1.402.616 D 175, 12.5 
Gulf, Col. & S. F. 141,303 140.771 L 532 0.4 
In., Bloom. & W. 194,992 234,15L D. 39,159 16.7 
Kansas City. Ft. 

Scott & Gulf... 200,821 145,097 I. 55,724 38.4 
Kan. City, Spr. & 

SO ee es Pinko Ms oP Re wus 
Little R. & Ft. S. 37,125 42,892 D. 5,767 =—-13.4 
Little Rock, M. R. 

Et eee 23. 562 27,639 D. 4,07 14.6 
N. O. & Nor’east. 28,408 8,968 I. 19.440 2160 
Rich. & Dan... . 299,329 297,287 I. 2,042 0.7 
South Carolina.. 74,660 75,089 D. 429 0.6 
St. L., Alt. & T. H 

Main Line. .. 104,031 101,731 I. 2,300 2.3 

Bellev.lie Line. 55,178 60,914 D. 9,736 94 
Vicksburg & Mer. 31,157 32,540 D. 1,383 4.2 
Vicks.. Shreve. & 

‘Pac'fie... ..... 5,685 2.658 I. 3,027 112.1 
Virginia Midland. 137,362 137.765 D. 403 0.3 
Western N.C 32,124 27,623 I. 4,601 16.7 
Wis. Central .... 23,066 119,039 L 4,027 3.4 

First week in June: 

Bur.,C. R & No. $50,350 $53,656 D. $3.306 6.1 
Ohi. & East. lil. 30,833 38,829 D. 7,996 20.5 
Chi., Mil. & St. P. 429,000 45!,144 D. 22,144 4.9 
Chi. & Nor’west. 49.),100 e D. 900 02 
Chi., St. Paul, M. 

& Omaha .... 113,400 96,100 I. 17,300 17.9 
Louisv. & Nash.. 247,715 230,370 1. 17,345 7.5 
Roch. & Pitts ... 26.798 12,950 I. 13,848 106.9 

Second week in June: 

Chi. & Nor’west. $183,360 $484,800 D. $1,500 0.3 
Chi., St. P. M. & 
eee 111.600 93,400 I. 18,200 19.6 
Northern Pac... 263,655 184,10) I 9,555 43.2 
St. L. & San Fr.. 82,000 56,800 I. 25,200 44.3 
Weekly earnings are usually estimated in part, and are 


subject to correction by later statements. 


Grain Movement. 
for the week ending June 7 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 





North- -—Northwestern shipments .-— 

: western 4 6. Atlantic. 
Year receipts Total. By rail. Byrail. receipts 
1877... .2,076,7 2.166.457 1,033 30.6 ,666,278 
1878....2,660,004 3,576,261 78,483 219 4,984,836 
1879. 3,! 002,825 2,706,245 54.0 665,5 
1880....5,754.274 6,991,823 1,727, 24.7 ; 9 
1881....7,320,207 6,178,194 1,634,114 26.4 5,743,768 
1882....3,110, 3,640,570 1,414,928 38.9 2,488,874 
1883...,5,880,1 4,439,078 1,443.201 32.3 3,943,139 
1884....5,454,028 4,048,172 2,429,285 49.1 3,654,952 

Thus the receipts of the Northwestern markets for the 


week were but 426,000 bushels less this year that last and 
were exceeded only in the corresponding weeke of last year, 
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31881 and 1880. They were no less than 1,627,000 bushels 
(42 per cent.) more than in the previous week of this year, 
and were the largest of the year. The sudden and great in- 
crease is mostly corn, and it appears chiefly in the Chicago 
receipts, which were 1,283,000 bushels (73 per cent.) more 
than in the previous week, and much the largest of the year; 
but there were large gains also at Milwaukee, Toledo, De- 
troit aud Duluth, while Peoria suffered a large decrease, 
The increase is so general as to indicate that the farmers had 
to go through with their spring work in the fields that they 
had some time to market their stocks of grain. 

The shipments of thes? markets were 509,000 bushels 
more than in the corresponding week of last year, but they 
were exceeded largely in 1880 and 1881, and slightly in 
1879. The rail sbipments were larger than in any other 
vear except 1879, when the roads were carrying for less 
than the present rate even—1L0 cents instead of 15. They 
were larger than the week before, and, with one exception, 
were the largest of the year. The shipments down the Mis- 
sissippi this year were 311,763 bushels, or 6.3 per cent of the 
whole. 

The Atlantic receipts for the week were 289,000 bushels 
less than in the corresponding week of this year, and much 
less than in any of the four years from 1878 to 1881. They 
were, however, 380,000 bushels more than in the previous 
week of this year, and were the largest of the year. 

Exports from Atlantic ports for the week to June 7 have 
been, for five years: 


1880. 1881. 1882. 1883. 1884. 
Flour, bbls... 186.582 134.314 108,285 105.216 143,934 
Grain, bu... 6,019,045 4.166.673 956,838 2,292,075 2,204,496 


Including fiour, the exports this year are a little more 
than last year and very much greater than in 1882, but they 
are very much less than in 1880 and 1881. With two ex- 
ceptions they are the largest of the year. 


Coal. 


Coal tonnages for the week ending June 7 are reported as 
follows : ’ 
1884. 


1883. Tne. or Dee. P.¢. 
AREDPOGIEA ..6ccaccs eens 63,471 495,638 D. 432,067 87.1 
Eastern bituminous. ...206,081 179,049 I. 27,032 15.1 
Coke saat . .. 57,981 54,949 I. 3,032 5.5 


The week was one of total suspension by the anthracite 
companies, and nearly all the shipments reported were over 
the Pennsylvania Railroad, which does not join in the agree- 
ment. 

Clearfield and Cumberland shipments continue large, and 
shipments of gas coal! are also heavy. 





The coal tonnage of the Pennsylvania Railroad for the 
week ending June 7 was: 

Coal. Coke. Total. 

Tie Of PORE .....cesscee . 149,578 50,580 200,155 

OUR Of acias cS. Seca tcoc ean 54,929 7,401 62,339 

OL A SLEEP EME 204,507 57,981 262,488 


The total tonnage this year to June 7 was 5,643,071 tons, 
against 5,17¥,913 tons to the corresponding date last year; 
an increase of 463,158 tons, or 8.9 per cent. 

Cumberland coal shipments for the week ending June 7 
were 74,811 tons. The total shipments this vear to June 7 
were 1,102,325 tons, against 944,466 tons for the corre- 
sponding period ‘last year, an increase of 157,859 tons, or 
16.7 per cent. 

It is understood that the Lehigh Valley Co. bas completed 
its purchase of a large tract of bituminous coal Jands in the 
Snow Shoe district. The coal from this tract will pass over 
the Pennsylvania Railroad to Tomhicken and thence over 
the Lehigh Valley road to tidewater. It is also understood 
that an agreement has been made with the Pennsylvania 
Railroad Co. for special rates on the coal carried from the 
mines to Tomhbicken. 

The coal tonnage of the Chesapeake & Ohio Railroad for 
the five months ending May 31 was as follows: 

1884. 1883. 

. 360,053 392,600 
23,006 48,373 
383,059 440.973 57,914 13.1 

The decrease in coal tonnage] was in cannel, block aud 
gas coals, the New River shipments showing an increase. 
Cumberland coal shipments for the week ending June 14 
were 64,433 tons. The total shipments this year to June 14 
were 1,166,758 tons, against 995,574 tons to the corres- 
ponding date last year, an increase of 171,184 tons, or 17.2 
per cent. 

Anthracite coal tonnages for May and the five months 
ending May 31 are given as follows by the report of Mr. 
Jobn H. Jones the Official Accountant, the statement in- 
cluding the entire production of anthracite coal, excepting 
that consumed by employés, and for steam and heating pur- 
poses about the mines: 


Decrease. 
32,547 


25,367 


P.c. 
8.3 


52.9 














~—--———- May. ——-. —-—Five months.—-— 
oe 1884, jss3., 1884. , 1883. 
vila. & Read... | - | 563,06 2e49 6 2,618,729 
Cent of NJ... 5 97%044 4} 3Ro'709f 3.908.843 | TOUS, 
Lehigh Valley.... 487,530 483,258 2,204,599 2,218,801 
Del., Lack. & W.. 442,265 391,239 1,896,629 1,80%2,037 
Del. & Hud. Canal 
> SRR ae . 282,161 266,264 1.215.939 1,243,813 
Penna. R. R....... 268,612 219,609 1,167,511 955,207 
Penn'a Coal Co... 123,454 109,779 506,141 528,667 
N. Y., L. E. & W.: 35,076 25,277 140,412 127,443 
DONA So isnts inc 2,628,142 2,439,224 11,130,074 11,340,186 


New Jersey Central tonnage is included in the Reading 
statement this year. The Lehigh Valley tonnage includes 
the production of the mines of the State Line & Sullivan 
Co., amvuunting to 8,058 tons in May. In addition to the 
amount credited to the Delaware & Hudson Canal Co. 
above, there were 51,240 tons transported from mines by 
that company during May, which is included in tonnage of 
other interests 

The month shows an increase in tonnage of 188,118 tons, 
or 7.8 per cent., but for the five months there was a decrease 
of 210,112 tons, or 1.8 per cent., notwithstanding the in- 
crease in April and May. For the month all the companies 
show increases; for the five months the Erie, the Lacka- 
wanna and the Pennsylvania Railroad only show gains, the 
others decreases. 

The division of the output among the companies was as 
follows for the five months, New Jersey Central being in- 
cluded with the Reading in both years, for comparison : 


1 : 1834. 1883. Inc. or Dec. 
Philadelphia & Reading... ...... 35.9 38.5 D. 2.6 
aa ae 19.8 20.4 D. 0.6 
Delaware, Lakawana & Western. 17.0 15.9 1. e 
Delaware & Hudson Canal Co.... 10.9 11.0 D. 0.1 
Pennsylvania Railroad ........... 10.5 8.4 } 21 
Pennsylvani« Uoai Co............ 4.6 4.7 v, 0.1 
New York, Lake Erie& Western... 1.3 1.1 I, 0.2 
eS a ee 100.0 100.0... ” 
The stock of coal on band at tidewater ship ing points, 
May 31, 1884, was 858.837 tons; on April 80, 1884, 


859,450 tons ; decrease, 618 tons, or 0.1 per cent. during 
the month, 


Boston Traffic Notes. 


The movement of freight into New. bnglanel in May in- 
cluded 20,479 loaded cars, of which 2, came over the 
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New York & New England by Newburg, 5,699 by the 
Hoosac Tunnel and 12,382 over the Boston & Albany from 
Albany. Included in the receipts at Newburg are 1,509 
car-loads of coal. 
Cotton. 


Cotton movement for the week ending June 13 is reported as 
follows, in bales : 


Interior markets ; 1884. 1883. Ine. or Dee. P.c. 
Receipts..... ........ 5,252 6,308 D. 4,056 453.5 
Shipments ............ 11,006 16,471 D. 5.465 33.1 
Stock, June 13... 50,355 98,763 D. 48,498 49.0 

Seaports: 

ONS, vac Fedbinal eds 8,409 21.573 D. 13,164 60.9 
. , ae 27,276 41.735 D. 14,459 34.6 
Stock, June 13........ 424,727 430,825 D. 6,098 1.4 


The total actual shipments from plantations for the cotton 
year(from Sept. 1) toJune 13 are estimated at 5,615,954 bales; 
the decrease, as compared with last year, is 1,262,797 bales, 
the increase as compared with 1881-82 is 337,467 bales, and 
the decrease from 1880-81 is 753,479 bales. . 


Passenger Traftic Notes. 

The Pullman hotel coaches heretofore run bet ween Chicago 
and New York by the Erie & Chicago line will hereafter be 
run between Chicago and Boston, over the Chicago & Atlan- 
tic, the New York, Pennsylvania & Ohio, the Erie, the Dela 
ware & Hudson, and the Fitebburg roads. A through car will 
run by this route on the train leaving Chicago on the Chi- 
cago & Atlantic, at 5 p.m. and on the express leaving 
Boston by the Fitchburg at 3 p.m. 

The Wabasb, St. Louis & Pacific Co. has opened a new 
line between Chicago and Kansas City, by way of Porrest, 
Peoria, Jacksonville, Hannibal and Moberly. A through 
sleeper, a chair car and a dining car will be run by this line. 

The Missouri Pacific Company has put on a through sleep- 
ing car running between Dallas and Chicago. This car runs 
over the Missouri, Kansas & Texas by way of Sedalia and 
Hannibal, and from Hannibal to Chicago over the Wabash, 
not passing through St. Louis at all. The St. Louis people 
regard this as a discrimination against their city. 

The Wabash Unlimited Tickets. 
A dispatch from St. Louis, June 18, says: ‘‘Col. J. F. How, 
General Agent for the Receivers, and George Olds, General 
Traftic Manager of the Wabash Railroad Co., will issue an 
order to-morrow directing conductors to refuse to honor 
tickets issued by that company from St. Louis to Chicago 
prior to May 1 of the present year. This covers all unlim 
ited tickets issued by the Wabash Railroad Co. during the 
great rate war in the fall of 1880, when a great number, of 
unlimited tickets were issued at about $4. It is believed 
that about 10,000 of these tickets of the value of from $75, 
000 to $80,000, are still out.” 








RAILROAD LAW. 


Negligence—Placing Materials Near the Track. 

In the case of Martin against the North Star Iron Works, 
a manufacturing company placed alongside a railroad 
track a quantity of smoke-stacks, boilers and other ma- 
terial. M. was employed by the railroad company to signal 
trains, and bis place was in a tower near these smoke-stacks. 
A train of cars caught one of the smoke-stacks and careened 
it against the tower. and as M. saw that his life was in ap- 
parent danger he leaped to the ground and was injured. He 
sued the manufacturing company for damages and recov- 
ered a verdict. Thecase was taken to the Supreme Court of 
Minnesota, where the judgment was affirmed. The Chief 
Justice, Gitfillan, in the opinion said: “It is claimed that 
the defendant, if negligent, was relieved from avy responsi- 
bility by the intervening negligence of the railroad com- 
pany. I think the railroad company, in view of the danger- 
ous proximity of the smoke-stacks to the track, were 
negligent in running their trains without first removing 
these obstructions. But still the negligence of the defend- 
ant in placing these obstructicns so near the track was the 
proximate cause of plaintiff’s injury, although it would not 
have occurred but for the succeeding negligence of the rail- 
road company. It was simply a case of the concurrent or suc- 
cessive negligence of two persons, combined tugether, re- 
sulting in an injury toa third person, for which be may 
recover damages from the one guilty of the first wrong, 
notwithstanding the succeeding negligence of the other 
united in producing the injury.” 





OLD AND NEW ROADS. 


Boston & Albany.—The new Webster Branch of this 
road was opened for traffic June 16, and three trains are 
run each way. This branch, the rails on which were laid 
last year, is owned by the Providence, Webster & Spring- 
field Co., and is leased to the Boston & Albany. It leaves 
that road two miles east of Rochdale, Mass., and runs south- 
ward to North Webster, 9.85 miles, reaching several manu- 
facturing villages. 


Boston, Concord & Montreal.—At the special meet- 
ing in Plymouth, N. H., June 12, the proposed Jease of the 
road to the Boston & Lowell Co. was read. Its terms are 
fully stated elsewhere. A motion to adjourn for two weeks 
in order to have the lease printed and a copy sent to each 
stockholder was lost, and a resolution ratifiying the lease 
and appointing the President and Treasurer agents to exe- 
cute the same, and to transfer the property to the lessee was 
carried by a vote of 7,675 shares to 410. 





Boston & Lowell.—At the special meeting in Boston, 
June 12, the proposed leases of the Northern and 
the Boston, Concord & Montreal roads were pre- 
sented. The lease of the Northern provides in brief 
that the Boston & Lowell Co. shall pay to 
the Northern Co. $38,355 quarterly (equal to five per cent. 
yearly on the stock), the first payment to be made on July 1, 
1884; that it shall pay all taxes and assessments that 
may be levied ; that it shall keep accounts of all its doings 
and make reports to the lessors at stated intervals ; that the 
directors, agents and stockholders shall be provided with 
such transportation as is usual on other roads ; that it shali 
pay the coupons on the outstanding bonds of the Concord & 
Claremont Railroad, the total issue of which now amounts to 
$500,000 ; that it shall pay the coupons on the $100,000 out- 
standing mortgage bonds of the Peterboro & Hillsboro road; 
that it sball not make any mortgage or encumbrance on the 
lessors’ property without first. securing fully its obligations 
to the lessor; that it will indemnify the lessor against any 
damage or loss that may grow out of the operation of the 
road; that it will keep the rolling stock, road and its entire 
equipment in as good order as wnen the lease is executed; 
that a report or schedule of the property and its condition 
shall be made once a year to the lessors; that it will operate 
the road in accordance with all the requirements of the law; 
keep the property insured; not assign, underlet, or release; 
maintain the organization, and, in case of breach of cove- 
nant, allow the property to be recovered, without opposi- 
tion, by legal process, 

The lease of the Boston, Concord & Montreal provides 
that the Boston & Lowell Co. will, atits own cost, maintain, 
preserve and keep the property in as good condition as it 
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now is; tbat an annual report of the condition of the prop- 
erty shall be made every September; that it will protect the 
lessor against all actions and claims that may arise from the 
operation or management of the road; that it will keep the 
property insured against loss by fire; that it will ascertain 
monthly and render a statement to the lessors of the gross 
receipts of the Northern, the Concord & Claremont (N. H.), 
the Peterboro & Hillsboro,the Boston, Concord & Montreal 
and the Pemigewasset Valley railroads, and that a sum 
equal to 25 per cent. of said gross receip's, less the sum of 
$200,000 per annum, shall be set aside for said Boston, Con- 
cord & Montreal Railroad as rental for the use of its road 
and the Pemigewasset Valley Railroad, and the Boston & 
Lowell Co., in consideration thereof, guarantees to 
the Boston, Concord & Montreal Co. that the balance of the 
25 per cent. remaining after the deduction of the $200,000 
per annum shall be equal to a sum sufficient to pay the 
interest upon all the indebtedness of the lessor company and 
6 per cent. on the outstanding prefer:ed stock for the first 
year of the lease, and 5 per cent. upon the same for each 
each succeeding year thereafter during its continuance; the 
lessee company agrees that it will as often as once in three 
months during the continuance of the lease pay over to tle 
lessor any difference between the rental provided for and 
the guaranty given; provided, however, that if any 
extension of the Pemigewasset road shall be made under the 
provisions of the lease of that road, that the interest on the 
bonds or the dividends on the capital stock shall consti- 
tute an addition to the rent agreed to be paid. The busi- 
ness of the roads, by means of which a sum equal to 25 per 
cent. of the gross receipts may be ascertained, and in which 
gross receipts the lessor has an interest, shall be confined, so 
far as practicable to the lines of road named, except during 
such years as tke gross receipts shall equal for the year $2,- 
000,000, no division shall be made with the roads operated 
and controlled by the lessee; and it is further understood 
that in case the gross receipts ot the several road exceed in 
amount in any one year $2,000,000, the rental of the lessor 
shall not exceed iv such event 25 per cent. of said $2,000,000. 

Both leases are for 99 years. 

A resolution was offered to ratify the leases as presented. 
After some discussion it was ordered that a stock vote be 
taken, the polls to remain open till 9 a. m. on Wednesday, 
June 18, in order that all stockholders might have an oppor- 
tunity to vote. 

The stockholders reassembled on June 18, when the tel’ers 
announced that a large majority of all the stcck had been 
voted in favor of the ratification of the leases. They have 
now been approved by the stockholders of all the companies. 





Chester & Lenoir.—This road is finally completed to 
Lenoir, N. C., 110 miles from the starting point at Chester. 
The opening of the road to Lenoir was celebrated by a pub- 
lic meeting, procession, banquet and other ceremonies. 
The road was begun several years ago. and made very slow 
progress until within the last year. It is now leased to the 
Charlotte, Columbia & Auyusta Co., and is operated by that 
company. The whole length of the line from Chester to L-- 
noir is 110 miles, of which 22 miles were the old King’s 
Mountain Railroad, and 10 miles from Newton, N.C, to 
Hickory are run on the Western North Carolina track, so 
that the present company has built 78 miles of road. 


Chicago & Pensacola Grand Trunk.—This com- 
pany has filed articles of incorporation in Alabama to build 
arailroad from Pensacola, Fla., northward through Ala- 
bama to the Tennessee line, passing through Montgomery, 
Birmingham and Sheffield. 


Cincinnati, Hamilton & Dayton.—At tbe annual 
meeting in Cincinnati June 17 the reports presented showed 
an excess of earnings over expenses and fixed charges of 
$310,700, a decrease of $25,800 from last year, which is 
mainly due to the reduction in freight rates and the damage 
and interruption to traffic by the floods at Cincinnati. 


Danyille & New River.—In the month of May tbis 
read earned $9,160, the largest receipts of any one month 
since it went into operation. The total number of passen- 
gerscarried was 3,060 and the freight tonnage was 2,690. 
The business of the road has so far exceeded the expectation 
of the company and an increase is expected when the ex- 
tension to Patrick Court House is completed. 


Delaware, Lackawanna & Western.—This com- 
pany makes the following report to the New York Railroad 
Commission of the operation of its leased lines in New York 
(including the Cayuga & Susquebanna, the Green, the New 
York, Lackawanna & Western, the Oswego & Syracuse, 
the Utica, Chenango & Susquehanna Valley and the Valley 
roads) for the quarter ending March 31: 


CRONIN. 5 os5n'nn s stacseadt® Seu Sevacus ectsceet $1,025,304 
353,273 


So Pa Fe Loli thee barney $390,031 
Dieiee SI GUE ocean, -aanceasate 45045400 senenanaens 505,678 
De EE OPER rs ere Pere hte $115,647 


This quarter bas usually the lightest earnings of the year, 
and was specially marked this year by light coal traffic and 
very low rates on through freight. 


Eastern & Western Air Line.—Tbis company has 
filed articles of incorporation in Illinois to build a railroad 
from Keithsburg, on the Mississippi River, eastward across 
the state to a point on the Indiana line near Kankakee, with 
branches to Chicago and Springfield. A company by tbe 
same pame a sbort time ago filed articles of incorporation 
in lowa and the Illinois line is an extension of the projected 
line in Iowa. 


East & West, of Alabama.—tTrack on this road is now 
laid to Cross Plains, Ala., 24 miles westward from the late 
termious at Cedartown, Ga., and 61 miles from the eastern 
terminus at Cartersville. There remain only eight miles of 
track to be laid between Cross Plains and East & West 
Junction to connect with the section of road from East & 
West Junction to Broken Arrow, which has been in opera- 
tion for several months. As soon as this gap is completed 
trains will run through from Cartersville, Ga., to Broken 
Arrow, Ala., 112 miles 


East Tennessee, Virginia & Georgia.—The follow- 
ing statement is presented by the board, the earnings and 
expenses for May and June of this year being estimated, for 
the year ending June 30: 


1883-84. 1882-83. Increase. P.c. 
WRORINEE 0. 0:5. bese c008 $4, 158,046 $3.776.754 $381,292 10.1 
ExpenstS......-...+- 2,421,682 2,383,702 37,930 1.5 


Net earnings. .$1,736,414 $343,362 21.6 

The charges for 1883-84, including interest on floating 
debt, amount to $1,473,121, showing a surplus of $263,293 
for the year. The statement says : 

‘* All fixed charges of the company falling due in 1884 
have been provided for and wil] be paid as they mature. 
The entire floating debt has been provided for by the indi- 
vidual members of the board and their friends, who have 
extended the same over 10 years by taking 6 per cent. de- 
bentures therefor at par without discount or commission. 
There has been no increase of floating debt during the past 
year, and there is no reason to anticipate any in the future,” 








Georgia Pacific.—The fol'owing statement is made by 
this company for May and the eight months of its fiscal year 
from Oct. 1 to May 31: 


Eight 
ob months, 
RINE es! os <cevaas’ sosseent ten ieewephate $47,014 $377,829 
TERDOMNGOS.0.00055 cicc es cedvdebbecdcsies J ddbeee 29,523 249,024 
MOE CORNED. aia . ice iben Wess cBerdin sted $17,49 $128,805 
Per cent. of CEXPeENSES.........60. ee eee cece eee 62.8 €5.9 


The company is now operating 275 miles of road. Work 
is progressing well on the gap west of Birmingham, Ala., in 
the main line. 


Gulf, Colorado & Santa Fe.—A special meeting of 
the stockholders of this company was held in Galveston, 
Tc x., June 11, to consider a proposition submitted by the 
board for the extension of the main line and the building of 
several branches, including the building of about 200 miles 
of new road in all. After some discussion the stockholders 
voted not to approve of the proposition as submitted, and 
the building of the proposed extensions is therefore aban- 
doned, for the present at any rate. 


Hartford & Harlem.—In New Haven, Conn , June 17, 
the Railroad Commissioners gave a hearing on the petition 
of this company for an extension of the time in which it is 
required to expend 10 per cent. of its capital stock in the 
construction of the road. According to the general railroad 
law the time in which the 10 per cent. must be expended 
expires on Dec. 80 of this year, but the company asks the 
Commission for an extension of two years. The reasons on 
which it bases its petition are the delays resulting from 
litigation brought by opposing roads, and also the delay 
caused by the disapproval of the original location, and the 
necessity of making a new one. _ The petition was opposed 
by representatives of the New York and Connecticut Air 
Line, and the Commissioners reserved their decision. 


Illinois Central.—This company’s statement shows for 
May earnings from traffic as follows : 


1884. 1883. Inc. or Dee. P.c. 
fl. lines and Southern Div.$790,032 $748,804 I. 





$41.228 5.5 
OR OB oo se veces ob 130,768 153,555 D. 22,787 14.8 
WOO orien s od venansae. dd on $920,800 $902,359 I. $18,441 2.0 


The Land Department reports for = sales of 700 acres 
of land for $3,573. The amount of cash collections on land 
accounts was $6,240 for the month. 


Illinois Midland.—In the United States Circuit Court 
in Springfield, Ill., June 13, a decree was rendered requiring 
all creditors and others interested in the suits against this 
company to close their claims and file their testimony e- 
fore the several commissioners on or before Sept. 1 next. 
The order further directs that the commissioner shall file his 
report with the Court by Oct. 1, and that all exceptions to 
such report shall be filed before Oct. 20; all proofs in sup- 
port of or in opposition to such exceptions sball be filed by 
Nov. 10, when the case will be submitted to the Court upon 
the commissioner’s report and for a final decree of sale. All 
claims against the road not presented, with proofs, before 
Sept. 1, will be finally barred. 


Indiana, Bloomington & Western.—It is reported 
that in cese this company cannot secure control of the St. 
Louis D:vision of the Toledo, Cincinnati & St. Louis, it will 
shortly begin work on the extension of its leased Indian- 
apolis, Decatur & Springtield line to St. Louis, the company 
having decided that a St. Louis connection is necessary to 
its prosperity. It is quite possible, however, that this 
announcement is made for the benefit of the Toledo, Cincin- 
nati & St. Louis bondholders, upon whom it is expected to 
have some effect. 


ington & Brazil Co. was reorganized at a meeting held in 
Evansville, Ind., June 14, and will hereafter be known as 
the Indianapolis & Evansville Co. Arrangements will 
shortly be made for the completion of the road. 


Lake Shore & Michigan Southern.—A dispatch from 
Franklin, Pa., says that the Mercer County Court, at the suit 
of certain stockholders of the Jamestown & Franklin road, 
has issued an injunction restraining the directors of that 
company from extending the lease of that road to the Lake 
Shore & Michigan Southern Co. for 30 years. This injunc- 
tion, if sustained, would deprive the Lake Shore of its direct 
connection with the oil regions, as the Jamestown & Frank- 
lin road extends from Jamestown to Oil City. The Lake 
Shore owns a large interest in the road, and will certainly 
not permit the injunction to stand, if it can be set aside. 
The dispatch does not give the grounds upon which the 
injunction was granted. 


Long Island. —The charter of this company was granted 
April 24, 1834, and the company was shortly afterwards 
organized. The fiftieth anniversary of the road was there- 
fore celebrated on June 18. On that day the officers and 
directors of the company witb a number of invited guests 
left Long Island City and took a trip over the road and 
several of its branches, the excursion concluding with a 
clam bake at Shinnecock. 


Louisville & Nashville.—-The City Council of Louis- 
ville, Ky., on June 12, adopted resolutions requesting the 
commissiovers of the sinking fund to investigate the affairs 
of this company with a view to ascertaining whether the 
city is liable to sustain any loss by reason of the large inter- 
est which 1t holds in the company’s stock. It is com eter 
that tbe sinking fund commissicners approve of the recent 
change iu the management and the election of Mr. Smith as 
President, and will take no active steps in the matter unless 
there should be furtber trouble. 


Louisville, New Albany & Chicago.—This company 
has completed an extension of its Air Line Division near 
Hammond, Ind. This extension is 114 miles long, and com- 
pletes the connection of the road with the Chicago & West- 
ern Indiana. Heretofore it bas used the Chicago & Atlantic 
tracks for this distance, but has now its own line. 


Louisville, New Orleans & Texas.—A meeting is 
called to be held in New Orleans, July 22, for the purpose of 
completing the consolidation of the several companies 
making up this through line from Memphis to New Orleans. 
The companies as now organized in Louisiana and Ten- 
nessee are the New Orleans, Baton Rouge, Vicksburg & 
Memphis, the New Orleans & Mississippi Valley, the Mem- 
phis & Vicksburg, and the Tennessee Southern. At this 
meeting the organization will be completed and officers 
chosen for the consolidated Louisville, New Orleans & Texas 
Company. 


Mexican Central.—At a meeting held in Boston, June 
18, the directors voted to fund the next three coupons un the 
first mortgage bounds in five-years scrip bearing 10 per cent. 
interest and redeemable at the pleasure of the a in 
any shorter time. The amount of these coupons will be 
about $3,840,000. The scrip will be secured by the deposit 
in trust of the coupons and by Mexican Government sub- 
po certificates, eresercre hy $5,760,562. The proposition 
will be formally submitted to the bondholders in a few days. 





Indianapolis & Evansville.—The Evansville, Wasb, 


Manhattan.—The following statement is published of 
the business of all the New York elevated roads for five 
years pest (year ending Sept. 30) and for the eight months 
of the current fiscal year to May 31: 


Passengers Gross 

2. rri earnings, 
Di .ricaeasecckete, sobognsies. mene 46,045,081 $3,526,825 
1 Meese cb venus "dbca cdibsccudoew ewes 69,831,757 4,612,976 
PN hsb 58.5. ct) Joc ddd ds Seecite Bes 75,585,778 5,311,076 
DN +d cn cbGe 6 wie <td « lebedoddce 86,361,029 5 973,633 
UBBQ-BB...- 2. erwccccrsece soccemeccceces 92 124,743 6,386,506 
1883-84 (eight months)..... ........... 66,335, L67 . 4,624,592 


It is estimated that if the increase thus far continues 
through the remaining four months of the current year, the 
number of passengers will reach 96,503,000 and the gross 
receipts $6,841,900 for the year. 

It is stated that the Second Avenue line, which now ends 
at Chatham Square, is to be extended to South Ferry 
through Roosevelt and South streets, with stations at all the 
ferries, thus making a double line from Chatham Square to 
South Ferry, the new line running directly along the river 
front of the city. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of May 80: 

Mr. Delfin Sanchez bas bought the Carboniferous Rail- 
way, 20 kilometers of which are already constructed, and 
proposes to push it at once to the coal-measures in the south- 
ern part of the state of Puebla, so that within a year coal 
will be laid down in this city (Mexico) at $5 a ton. 

The Mexican Central will at once adopt the use of coal for 
the use of the locomotives of its passenger trains on all the 
part of the line between here aud Calera, and it is likely 
that coal will soon take the place of wood altogether on the 
line. Coal is now used exclusively on the two divisions 
north of Calera. 

The Interoceanic Railway, as soon as it makes the connec- 
tion with the San Marcos Railway at Vireyes, will, accord- 
ing to its regular tariff, established under its concession, 
carry freight between Mexico and Puebla at $7 a ton, 
against $13, the present rate of the Mexican Railway. The 
way being such a long one it will not attempt to build up 
through } por rome od travel between the two centres, but will 
run third class on its freight trains for the benetit of the 
bumbler classes which care more for economy than speed in 
travel. When the short line to Pueblo is built by 
way of San Martin Texmelucan, first-class fare between 
Mexico and that city, which is now $6 by the Mexican 
Railway, will be reduced to $2, which is also the rate be- 
tween here and Cuautla de Morelos. Work will shortly 
begin on connecting the San Marcos Railway with the Car- 
boniferous in Puebla, the two stations now being in different 
parts of the city. It is likely that the Carboniferous will be 
consolidated with the Interoceanic, and pusbed rapidly from 
Puebla to the coal mines which were described in the Finan- 
cier of week before last. This will furnish coal at a cheap 
rate, even by the present roundabout line of the company’s 
from Puebla, not only for the Interoceanic railway but for 
all other railways centreing in the capital. 

The following additional notes are from the Mesxican 

Financier of June7: 
_ The new local freight tariff of the Mexican Central goes 
into effecton June 12. It is the first well-arranged tariff 
whicb has been devised in this country, and its clasification 
offers the public many advantages, with a great saving in 
rates, over the old methods. The various regulations and 
tables have been printed in handsome style in both Spanish 
and English, and the passenger and excess baggage tariff 
has appeared in similar shape. 

There bas been little through travel from the United States 
lately over the Mexican Central, owing to wash-outs on 
connecting lines. The track of the Atchison, Topeka & 
Santa Fe in the Rio Grande Valley bas been washed away in 
exposed plaees by the first floods which have taken place in 
New Mexico in May since railways were bullt there, These 
breaks have been repaired, and now the Texas & Pacific bas 
been washed out very badly near Fort Worth in Texas, and 
all trains abandoned. 

The hiring of special cars by wealthy people in Mexico is 
becoming a favorite custom, Last Monday Mr. Pablo 
Escandon left for Europe ty way of New York with his 
family, going from bere to New York in the Pullman buffet 
car “Zacatecas” engaged’ for the purpose, and Mr. Carlos 
Summers with his family bas also left for Europe by the 
same route, chartering one of the ;»rivate cars of the Mexican 
Central to go as far as Kansas City. This car will be taken 
for asimilar purpose, on its return, by a prominent gentle- 
man of this city. 


Milwaukee, Lake Shore & Western.—It is said 
that this company has disposed of $1,000,000 of its Northern 
Extension bonds at par to English parties. The proceeds of 
these bonds will be used in completing the road to Ashland. 


New York Central & Hudson River.—This com- 
pany’s statement to the New York Railroad Commission for 
the quarter ending March 31, gives the following figures for 
the quarter and for the six months of the fiscal year from 
Sept. 1 to March 31: 


Quarter Six months. 

Farnings daciahibs 046s pabeves Geinine $6,710.591 $14,624,719 
TER PORSOB 66.00 05.000, se cecesees cooes 4,218,893 8.900,692 
Net earnings... .......... ...... 2,491,698 $5,724,027 
SE DEE, GOSS x ca S canes ssspdeedonarienria sche ar th 
ON ainda dk tah cddecibse85i0b 0s Abssesids tSds "$2,934,027 


This surplus is equivalent to 3.28 per cent. on the stock. 
In the absence of statements for last year no comparisons 
can be ze The dividends paid for the half-year were 4 
per cent, 


New York, Lake Erie & Western.—This company 
makes the following report to the New York Railroad Com- 
mission for the quarter ending March 31 ; 


Gross earnings from railroad..................seeeeees $4,559,146 
“ . Oe Re Piven ccnsrna,aenosnc . 293.151 


We ci innss ocodathponiehce castans tubes ae $4,852,207 
Expenses and taxes, :ailroad............... $4,068,418 od 
= SURE TABS vice cen sdsce dass cee 111,097 

——-— 4,179,515 

EE SE ee "$672,782 

Interest on funded debt, ete................ $1,231,940 ees 
Rentals and guaranteed interest............ 267, 

———- _ 1,498,947 

DeRee Ger Gin osc ecaecis celscee Sas $826,165 


No comparison can be made with the previous year. It 
must be remembered that this statement covers the worst 
quarter of the year. 


New York & New England.—The Receiver has 
per notice that the running of trains over the Dedham 

ranch will be discontinued at the close of this month. In 
January last the number of trains was reduced and a careful 
account kept and the Auditor now reports that it costs the 
road about $47 a day to run trains over the branch while 
the ave income is only $17 adey. If there was a pro- 





bability of a sufficient growth of the traffic to justify their 
continuance the trains would be kept on. The Receiver 
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says that as soon as the service was reduced a large number 
of former patrons of the road went to the Boston & Provi- 
dence road and the number of travelers has diminished 
rather tban increased. Under these circumstances the 
Receiver docs not feel justified in keeping up the train 
service. 


New York, Philadelphia & Norfolk.—Thbe grading 
on tbis road is now completed to Accomac Court House, Va., 
28 miles southward from the late terminus at Pocomoke 
City, Md. The track has been laid from Pocomoke south- 
waid 5 miles and the tracklaying is progressing. South of 
Aeccomac the work of grading is being pushed with the in- 
tention of completing the road by September next. 


New York, West Shore & Buffalo.—The following 
circular is issued by Vice-President Houston, dated New 
York, June 9: 

‘“-You are hereby notified that Hon. Horace Russell and 
Theodore Houston have been appointed Receivers of the 
property and estate of this company by orders of the Su- 
preme Court of the state of New York, and of the United 
States Circuit Court for the District of New Jersey, and 
that, pursuant to said orders, possession of the railway and 
property of thiscompany has been surreniered to them, 
and the same is now subject to their control.” 

Toe following circular to agents and conductors is issued 
by General Auditor J. W. Reinhart: 

* Agents will close their accounts with the New York, 
West Shore & Buffalo Railway Co. by charging themselves 
with all sales of local and foreign tickets up to and includ- 
ing June 9. They will also charge themselves with all 
manifests received by them dated June 9 and prior to that 
date, and with all prepaid charges on manifests made by 
them up to and including same date. Report Form F. R. 
1, for business from June 1 to 9 inclusive, must be made on 
or before June 20. The balance on this report must 
show, separately, the amount of cash unremitted, the 
amount for freight actually on hand _ undelivered, 
and the amount of cbarges on Company and 
construction material still being carried pending relief. 
Separate statements in detail of such uncollected amounts 
to be furnished on Form F. R. 15. New accounts, in the 
usual form, must be opened by each agent with the Receiv- 
ers, commencing with ticket sales and manifests made on 
June 10, which accounts must not include any business 
prior to thatdate. Reports F. R. 1 must be rendered, cov- 
ering business from June 10 to 30, inclusive, agents carry- 
ing to their debit the balances as shown on their reports of 
June9. Conductors will make their reports, on account of the 
railway company, up to and including Juve 9, including all 
collections up to that date. All reports and collections sub- 
sequent to June 9 to be reported on account of the Receiv- 
ers, Junction agents will make settlements with connecting 
lines for interchange of traffic, including June 9, and render 
reports of same on Form F. R. 48, ov account of the rail- 
way company. The regular weekly settlements to follow, 
June 16 to 18, inclusive, etc., will be on account of the Re- 
ceivers. All reports and correspondence, pertaining to busi- 
ness subsequent to June 9, should be headed Horace Rus- 
sell and Theodore Houston, Receivers, over the name of the 
railway. Agents will change blanks in their possession ac- 
cordingly.” 

The tollowing additional circulars from the General Audi- 
tor are addressed to connecting lines: 

‘The New York, West Shore & Buffalo Railway having 
passed into the possession of Receivers on June 9, foreign 
companies are respectfully asked to make separate ticket 
and car service reports from June 1-9, inclusive, to the 
New York, West Shore and Buffalo Railway Co., and June 
10-30, inclusive, to the Receivers. All reports should be 
made to J. W. Reinhart, General Auditor, at No. 15 Broad 
street, New York.” 

* Foreign roads are respectfully requested not to make 
drafts for ticket balances due by the New York, West Sbore 
& Buffalo Railway, until otherwise advised. The road 
passed into the possession of Receivers on June 9, who will 
arrange at an early date for payment, of which due notice 
will be given by them.” 


Northern (New Hampshire).—At the special meeting 
in Concord, N. H., June 18, the stockholders voted, by 
about 7 to 1, toratify the proposed lease of the road to the 
Boston & Lowell Co. The lease is for 99 years, at a rental 
equivalent to 5 per cent. yearly on the stock. 


Oregon Railway & Navigation Co.—At the anoual 
meeting in Portland, Oregon, this week, the old board was 
re-elected with two changes of no special importance. A 
majority of the stock was voted by the agent of the 
Farmer’s Loan & Trust Co., of New York. 

With regard to the recent default in payment of interest 
on the bonds of the leased Oregonian Railway, an officer of 
the company states that the leased line, which consists of 
two parallel branches in the Willamette Valley, has never 
earned its running expenses. It was originally built to run 
from Portland up the valley and would come into direct com- 
petition with the lines of the Oregon & California road, but 
would not in any way injure those owned by the Oregon Rail- 
way & Navigation Co. The lease stopped the completion of 
the road to Portland and it now remains without any 
terminus of importance. The rentalcharge under the lease 
is about $190,000 yearly, which bas always been a_ burden 
upon this company without producing any benefit whatever, 
the only party it benefited being the Oregon & California 
Co. When the present management took charge of this 
company they found many matters which they could not 
understand, but this lease was so unnecessary and of so ex- 
traordinary a nature that they considered it their duty 
to look carefully into the matter, and concluded 
that in this case the interest of the company had 
been sacrificed to that of the Oregon & California, an en- 
tirely distinct corporation. The directors, therefore, con- 
sidered it their duty to protect the stockholders from such 
an injustice, and submitted their lease to counsel who pro- 
novneed it illegal and ultra vires. On receiving this opinion 
they refused to pay any more rent and put the matter in the 
bands of counsel, believing it their duty to let the courts 
decide whether the stockholders of this company should be 
taxed an amount nearly equal to 1 per cent. on their capital 
for the purpose of protecting the stock of another corpora- 
tion, The statement further says that the managers re- 
gurd any injury which may be done to innocent holders of 
the bonds of the Oregonian Railway Co., but nevertheless 
deem it their duty to protect the stockholders of their own 
company. 


Philadelphia & Reading.—It is reported that the 
employés of the Lehigh & Susquehanna Division of the 
leased New Jersey Centra] line bave completed arrange- 
ments for a general strike, provided they do not receive 
their pay for April and May during the present week. No 
payments bave yet been made on the New Jersey Central 
Division for May, although it is now past the usual time. 
The employés of tbis division in New Jersey have been paid 
for April, but those west of Easton have not yet received 
their April wages. 

A dispatch from Wilkes-Barre, Pa., says that the em- 
ployés at the Asbley shops propose a strike of a novel nature. 


propositions were discussed as to the best means of forcing Mountains, one by way of Rea Vass and the other by the 
It was finally resolved | Tahgee Pass. 


their employers to come to terms. 
that if the pay-car does not come on Friday the whole force 
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The Wood River Branch of the Oregon Short Line is to be 


will march in a body to the Court-house in Wilkes-Barre and | extended from Hailey, Idaho, northto Ketcham, a distance 


demand a permit to admit them to the County Poorhouse. 
The men are orderly and no disturbance is feared. 

In Philadelphia, June 17, the Special Master reported to 
the Court that it bad not been shown that any party could 
be injured by an order permitting the Receivers to borrow 
money and that no opposition had been made to the same. 
The Court therefore made an order giving the Receivers 
authority to borrow an amount not exceeding $2,000,000, 
for the purpose, first of retiring and paying the coupons 
which fa!l due June 1 on the consolidated mortgage bonds, 
and secondly forthe payment of wages due the employés 
both of the railroad and of the Reading Coal & Iron Co. 
The Court further authorized the Receivers to issue.certifi- 
cates for the money so borrowed in the form recommended 
by the master, bearing interest at a rate not exceeding 
6 per cent. for the money borrowed to pay wages, and nut 
exceeding 5 per cent. for the money borrowed tuo pay 
the over-due coupons. The order further authorizes the re- 
ceivers to issue certificates bearing interest not exceeding 4 
per cent. to the creditors of both companies having claims 
for materials and supplies furnished since Apri] 1 last, pro- 
vided that the aggregate amount of certificates so issued 
shall not exceed $1,000,000. This order, it will be seen, 
authorizes the issue of certificates to the amount of 
es a in all, the whole amount to pay claims already 
accrued. 


Pine Bluff & Swan Lake.—This company has filed 
articles of incorporation to build a railroad from Rob Roy, 
Ark., on the Texas & St. Louis road, southeast to Swan 
Lake, a distance of 12 miles. 


Pittsburgh, Fort Wayne & Chicago.—The commit- 
tee appointed at the annual meeting to present reasons to 
the stockholders why they should vote for the acceptance of 
bonds in exchange for their stock bas prepared a circular, 
which is now being distributed tostockholders. Thiscircular 
states that at the time of the lease it was never contemplated 
that the special stock to be issued to the lessee for better- 
ments should reach an amount exceeding that of the gen- 
eral or prior stock, thus giving the lessee practical 
control of the road and making it in effect the 
sole judge of how the terms of the lease shuuld be con- 
strued. This stock, however, has increased so largely in 
amount that sucha contingency is to be looked for, should 
its issue be continued. However etticient or upright the 
management of the Pennsylvania Railroad may be, the 
committee think that it would not be desirable in any case 
for a lessee company to hold a majority interest and thus 
have the deciding voice upon any question which may arise 
between the two companies. The lessee desires the control 
and practical ownership of the road, and is willing to that 
end to buy up the general stock, giving in exchange what is 
practically a permanent mortgage, bearing the same inter- 
est which the stock now receives under the lease, and the 
committee, with the approval of the board of directors, ad- 
vise stockholders that the offer ought to be accepted. 

The suit of the Pennsylvania Railroad Co., brought to 
compel the issue of betterment stock due under the terms of 
the lease has, it is thought, been brought more for the pur- 
pose of effect upon the stockholders and to induce them to 
vote in favor of accepting bonds in exchange for their stock. 
Of course, if this proposition is accepted at the adjourned 
meeting the suit will be dropped. 


Pittsburgh Southern.—In Pittsburgh, Pa., June 13, 
the Court of Common Pleas granted a decree of forec'osure 
and sale against this road. The aggregate amount of the 
mortgages is $1,042,000, and the bonds are heid by the Bal- 
timore & Obio Co.. which has for some time operated the 
road. The sale will pass the complete title in the road to 
that company. 


Rochester & Pittsburgh.—It is reported that the 
New York, Lake Erie & Western Co., offered to compro 
mise its difficulties with this company on condition that the 
Rochester & Pittsburgh would consent to make a differen- 
tial rate on coal to Buffalo, giving the Erie an advantage of 
15 cents per ton. This proposition was declined, but officers 
of the Rochester & Pittsburgh offered to go into a pooling 
agreement with the Erie on the Buffalo coal business, the 
division of the business to be based on this year’s tonnage. 
No answer has yet been made to this last proposition. 


St. Joseph Valley.—Contracts have been let for the 
extension of this road from Buchanan, Mich., south by east 
to Scuth Bend, Ind., a distance of 13 miles, and from 
Berrien Springs, Mich., northwest to St. Joseph, a distance 
of 15 miles. The grading is to be completed by September 
next. 


St.Louis, Hannibal & Keokuk.—A number of inter- 
vening petitions for the payment of claims for labor and 
supplies have been submitted to the United States Circuit 
Court in St. Louis this week. Receiver Case has admitted a 
number of these claims, where the records of the company 
show them to be correct, but there area number the payment 
of which be will resist before the Court. The Court will 
probably render a decision in a majority of these by the end 
of the week. 


San Joaquin & Kern Valley.—Work will shortly be 
commenced on this road at Antioch, Cal. The location has 
been completed from Antioch to Bakersfield, ard it is said 
that contracts have been made for ties and rails for 50 miles 
of the line. 


Southwestern Arkansas & Indian Territory.— 
This company has filed articles of incorporation to build a 
railroad from Warren, in Bradley County, Ark., to Okolona, 
and thence to the Indian Territory line in Polk County. The 
distance is a-out 140 miles. 


Talladega & Coosa Valley.—Track is reported laid 
on this road to Talladega, Ala., on the Anniston & Atlantic 
road northward to Renfroe, 10 miles. Trains are running, 
making connections with the Anniston & Atlantic road. 


Texas & Pacific.—It is said that several meetings of 
the board have been held to discuss the — of provid- 
ing for the interest payments falling due July 1 and Aug. 1. 
A special committee has been appointed to report on the 
question of paying the coupons on the New Orleans Pacific 
bonds falling due July 1. 


Union Pacific.—Surveys have been completed for a 
branch line leaving the Omaha & Republican Valley road at 
Valparaiso, Neb., and running southwest to Red Cloud, a 
distance of about 110 miles. This line cutsdiagonally across 
both the lines of the Chicago, Burlington & Quincy in Ne- 
braska, and will to a considerable extent compete directly 
with those lines. 

A survey has been made for a branch to the Yellowstone 
National Park. The proposed line starts from China Point, 
Idaho, on the Utah & Northern Division, runs eastward to 
Snake River and thence across the Rocky Mountains to 
Madison River and down that river toa _ point below Galla- 





‘They held a meeting at the shops on June 17, when several 


tin, Montana, Two lines were surveyed across the Rocky 


of 13 miles. The engineers are now locating this extension. 

The company’s statement for April and the four months 

ending April 30 is as follows: 
April. 





—-Four months.—— 
1884. 1883 


4. 3. 
2,128,965 2,363,277 


Earnings .. $7,188,553 $8,345,113 
Expenses.. 1,177,025 1,079,243 4,887,961 4,201,507 

Net earn. $951,940 $1,284,034 $2,300.592 $4,143,606 
P.c. of exp. 55 45.7 68. 50.5 


This shows for the four months a decrease of $1,156,560, 
or 13.8 per cent., in gross earnings ; an increase of $686,454, 
or 16.3 per cent., in expenses, and a resulting decrease in 
net earnings of $1,848,014, or 44.5per cent. Thestatement 
includes the leased lines ; but it is understood that the St. 
Joseph & Western, which is not worked by this company 
this year, is excluded last year also. 

At a meeting of the board held in New York, June 18, the 
following resolution was adopted : ‘* That in lieu of declar- 
ing the regular dividends, payable on the Ist proximo, the 
sum of $718,000 be paid from moneys now in the treasury 
to the United States to meet the demands of the Secretary 
of the Interior for payments under the Thurman act for the 
year ending Dec. 31, 1883.” 

At the same meeting the long tulked-of change in the 
presidency was made, Mr. Charles Francis Adams, Jr., be- 
ing chosen to succeed Mr. Dillon. 

Mr. F. L. Ames statesthat the floating debt of the com- 
pany, after deducting the cash on hand, bills receivable, 
materials, and securities available for immediate use, 
amounts to about $3,500,000, which is much less than had 
been currently reported. A report on the condition of the 
company has been prepared by experts in the employ of the 
government, and bas been submitted to the Secretary of the 
Interior, some extracts from waich are given below, 

With respect to the report prepared by experts for the 
Interior Department, a dispatch from Mr. Charles Francis 
Adams, Jr., at Washingion, June 17, says: ‘*The Judici- 
ary Committee matter settled in form proposed by us, and 
the whole matter bas been put over. The accountant’s re- 
port, whicb bas gone in, agrees exactly with Ames’s figures, 
and without any criticism or charge against the company; 
~ reports about its contents are all manufactured and 

alse. 

The expert’s report to the Secretary, as telegraphed from 
Washington, contains a statement showing the revenue and 
expenditure of the company for the five months ended May 
31, 1884, as follows: Z 
PE IERIE 65.9, 6.6 nia. 50:00 0:0:0:0.2 6650 6:025 6:0.0:0.050:00 08) ARCO ae 
. $6,184,893.65 

77,237.59 
1,057 ,000.00 
-. .. $75,000.00 
301,574.76 
on. sae 162.000.00 

32,612.43 

146,364.86 

50,000.00 
1,065,197.00 


Operating expenses, entiresystem.... ... ........ 
DODOOUME BE MAOTONE. 0500s ccc cc ciecescccscscescs 
Iotere st on first mortgaze bonds........ ... ....... 
Interest on other funded debt..... . ... ..... 
U.S. requirement, 5 per cent. and 25 per cent 
Company's stinking fund ..... ........2.-.... 
CIES a 5:a0) ccteasacks Sac, cas 
ROW GUID sec cccscrencs “200 vee Shades aseves 
Expenses Land Department, Union Division 
Dividend of 134 per cent. on April 1, 1884 





$9,952,180.29 
9,222,765. 73 


OU PROMEIIING. 5s. wise cenic: Sab vccaecvetescdeaes 
IID ada la <id.00ns-c0ns wae nen scaneinebeume 

Deficit five months $729,414.56 

A memcrandum is attached to this table, stating that the 
company estimates that $360,000 will be available for divi- 
dend on July 1, and that to declare a 134 per cent. dividend 
(which would amount to $1,065,197) the company would 
bave to borrow about $1,400,000. J 

Another statement shows the financial condition of the 
company on March 31, 1884. The gross floating debt 
amounted to $11,400,099.32, made up as follows: 





ON 3.5. Sa cSanctesmesiScnine sakes - $5,838, 
PB SOURES POPAING .5.. cecsciccccnccrgticesces - 2442, 
Pay roligand vouchers...........0.cscccsees 2,4f2, 
DEVRERUOEE MEME ccass jncderee accccedecenes 1,143.742.8: 
EE an cnet an demeds eee heh ahah aeeuae 398,992.90 





STD Se Sode cuss ccdcced davecennes 116,000. 0 





Total floating debt... 
Deduct available assets: 
Cash on hand : Witeusiew ion sk @sdeeusbe , 
Sinking fund in hands of trustees................... 
Bills and accounts receivable...................... 
RI I I a ie te ekbe ands cbiceneeestdsaveaear 


Nore ..$11,400,099.32 
$840,377.06 
116,000.00 
3.038 ,262.22 
2,074,064.05 
Total #6,068,702.33 
Net floating debt, March 31, 1884............ $5.331,395.99 

The report adds: ‘“‘ Were the item of fuel, material and 
stores on hand—$2,622,777.37—deducted, as is often the 
practice of accountants in estimating net floating debt, this 
sum would be reduced to $2,708,618.62; hut this office does 
not regard it as an available offset to the floating debt when 
the road is in active uperation, and has therefore excluded 
it.” 

The total debt of the Union Pacific Railway Co. on March 
31 was $163,107,389.34. The total assets were $239,200,- 
573.95, leaving a surplus, including land sales, of $15,224,- 
685.61, or excluding land sales, of $4,311,639.55. 

The Commissioner says thata large portion of the floating 
debt is a gradual accumulation from expenditures made out 
of surplus current earnings of the company in the construc- 
tion of branch lines, the stocks and bonds of which in whole 
or in part are held by the company. to the amount of $37,- 
008,869.51, and are available as a set-off against the floating 
debt or for any other debts of the company. A large pro- 
portion of these stocks and bonds are ‘“ quick” assets, and 
could be readily converted into cash. Many of the branch 
lines are wholly the property of the company. 


Wabash, St. Louis & Pacific.—In St. Louis last week 
the Central frust Co., of New York, as trustee under the 
general mortgage, filed a cross-bill in the United States 
Circuit Court. The bill, after setting torth the circum- 
stances under which the mortgage was executed and the 
complainant made trustee, states that default has been 
made on the June interest on said bonds, and under the 
terms of the mortgage the Central Trust Co. therefore asks 
for possession of the property and for leave to foreclose the 
mortgage and sell the road in satisfaction thereof. This is 
an entirely new proceeding, and is in opposition to the pro- 
ceedings under which the receivers now in possession were 
appointed. 

A number of the company’s notes indorsed by Jay Gould, 
Russell Sage. Solon Humphreys and Sidvey Dillion, wich 
matured in May and the early part of June, have been paid 
off. It is understood that there are about $2,000,000 of 
these notes now oucstanding, but under the present arrange- 
ments they will be paid as they mature, the Receivers hav- 
ing secured the necessary authority from the Court. 
Holders will be offered the option of taking 6 per cent. 
receiver’s certificates for the notes. 

In the absence of any official statement the floating debt 
of the company has been reported to be as bigh as $8,000,- 
COO, although another and more probable report puts it at 





about $4,500,000, including the notes above mentioned, 











